Noi  the  marmfodurtr.  not  tin  wholmaUi,  noi  the  rtiaiUf,  hul  the 
comumer  pay^  the  frelghi  roU. "— Wnoipac  Free  fVen. 
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'The  Winnlp«c  Fr«*  Press  Is  one  of  the  most  unllrln»  ad- 
veriiaers  Of  Wesism  Canada." — Clilea«o  .»w». 

iraat  Canadian  newspaper  Is  the  Wlnnlpeic  Tree  Press. 

J I   IS  of  lt!<~"  '  *'"   '*   products  of  the  grreat  and 

Rrowlnr  >N  '^  done  so  much  to  make 

known    to  i:  .    .ttrlowa   Gnardlaa,   Prince 

Edward  Isiaiiu.  <.  aiwia.-i. 

"Undoubtedly  one  of  the  greatest  newspapers  In  the  world." 
— Ckarlatteto^a  Patrl*t»  Prince  Edward  Island,  Canada. 

•The  Free  Press  continues  to  hold  a  leading:  position  amonff 
Canadian  Dalll«  ^«     Catkerlae'a  Star^onraal,  Ontario,   Can- 

ada. 

"The  Free  Pr-  ^s  Ls  a  credit  to  Manitoba  and  to  Can.'i«l.i.  '— 
llamlltoa  TUara,  Ontario.  Canada. 

"The  Free  Preas.  that  ffreat  metropolitan  dally  Journal  " — 
Grata  Growers'  Guide,  Winnipeg,  Canada. 

'he  Free  Press,  one  of  the  most  progrresslve  of  the  Cafia' 
newspapers." — Tkc    Dally    Republlcaa,    Springrfleld.    Maaa., 
-J  StSLtes. 

•The  Winnipeg  Free  Press  has  long  been  regrarded  as  an 
authority  on  Western  progress  "--Timea,  Moose  Jaw,  Saskatch**- 
wan.  Canada. 

.rv.  .    1.'^^^    Press,   which   lu...   .^.o    beon    the   greatest    news- 
'    the    Great    lAkes.' — Halifax    Chronicle,    Nov 

•The  Winnipeg  Free  Press  is  certainly  an  enterprising  paper 
and  Is  <lc8erving  the  great  prosperity  which  it  now  enjoys.  The 
PVee  Pross  Is  very  successful  in  keeping  Manitoba  in  the  public 
eye." — Port  Hope  lAvenltts  Gnlde,  Ontario.  Canada. 

- ---  '        s  devotes  Its  columns  to   the   upbuilding  of 

>  Morthern   limits  of  America," — St.  LouIm  Re- 

P'"'"'-  ■"^• 

"The  Winnipeg  Free  Press,  that  flourishing  paper." — The 
Vancouver  ProvlBCc,  British  Columbia,  Canada. 

"The  Free  Press  is  certainly  a  nation  builder." — Pert  France* 
Times,  Ontario,  Canada. 

•The  Winnipeg  Free  Press,  which  Is  ever  foremost  in  adver- 
tising the  Northwest,  its  people  and  Its  prosperity." — Red  Beer 
AdToeate,  Alberta.  Canada. 

"If  energetic,  entcrnrisir.c:  and  patriotic  journalism  dc.«;erves 
adequate  reward — .1  i'^  in  this  ^*  in- 

nlpeg  Free  Press  sh  fl  larges.v  on 

It   in    r''-'"' ♦    '-^f   its*    ,.    ...    „;.;.    -..„inal    and    <_  .  lue 

effort  11"  Manitoba  and  the  Northwest,  and  exploit  the 

appa;  vhaustlble   story   of   their  resources," — Peterboro 

Exjiml<i«-r,  wjiiarlo,  Canada. 

"It  would  be  astonishing  were  such  a  go-ahead  city  without 

some    entr-'-'"'- —spaper.      And.    of   course,    Winnipeg    has 

one.     It  «    Dally    Free    Frees." — The    Brooklyn 

CltlscB,  N< 

•The  Winnipeg  Free  Press  is,  in  many  respects,  the  greatest 
newspaper  In  Canada."— The  Duloth  Herald,  Minnesota,  U.S. 

"The  Free  Press,  a  newspaper  whoso  own  rapid  expansion 

from  a  v«-ry  madr-st  beginning  offers  ap  interesting  parallel  to 

'  nt  years  of  Manitoba,  and  generally  of  the 

British    provinces." — Dally    Advocate,    Stam- 

••The  Free  Press,  one  of  the  greatest  newspapers  In  our 
great  Western  country." — Daily  .%>«va,  Truro,  N^S..  Canada. 


THE  BURDEN   OF 
RAILWAY  RATES 


The  b«avtr  tUnds  for  Canada.  But  WMtern  Canada,  while  reUlalBg 
Ita  due  ihare  In  tha  ownership  of  the  beaver  aa  the  emblem  of  the  whola 
Dominion.  Is  entitled  to  have  some  animal  as  Its  own  particular  emblem. 
The  buffalo,  of  course,  would  be  the  right  animal  hlatorlcallr:  taking 
things  as  they  actually  are.  however,  the  animal  that  would  most  accu- 
ratoly  represent  Wentem  Canada  would  be  a  milch  cow  with  the  marks 
of  the  railway  branding-Irons  burnt  in  deeply  all  over  her  hide. 

.Not  only  has  Western  Canada  borne,  and  Is  ailll  bearing,  the  heavy 
end  of  the  burden  of  the  cost,  in  lands,  ntoney  and  tax  exemptions,  of  the 
'  h  bavo  made  possible  the  national  progress  of  the  last 
but  Western  Canada  has  also  borne,  and  is  still  bearing, 
the  heavy  end  of  the  burden  of  railway  rates.  Scores  of  millions  of  dol- 
lars have  been  paid  in  subsidies  for  the  building  of  railways  for  the 
development  of  Western  Canada:  all  that  money  was  money  borrowed 
by  the  I)  .ind  constitutes  to-day  a    part    of   the   public   debt    of 

Canada.  :.  :  rylng  of  which  the  people  of  Western  Canada  are  bear- 

ing a  full  share. 

The  31.8«4.0.'i4  acres  of  land  given  to  the  railways,  by  which  the  Prov- 
inces of  British  Columbia.    Alberta.    Saskatchewan    and    Manitoba    have 

•i  by  Manitolta  (3.566.977  acres ».  Saskatchewan 
.      -rta  (13.120.014  acrea.)     The  exemption  of  rail- 
way properly  from  taxation  has  meant  an  ImmemM  total  of  money  out  of 
the  pockets  of  the  people  of  the  West,  and  will  continue  to  mean  a  heavy 
cash  tribute  paid  to  the  C.P.R 

And  yst  the  railways  levy  rates  upon  the  people  of  Westem  Canada 
which  are  heavier  than  the  rates  In  the  East. 

In  comparison  with  the  adjoining  SUtea.  too.  as  in  comparison  with 
Eastern  Canada.  Western  Canada  Is  heavily  burdened  with  extortionate 
freight  rates^aml  that  though  the  construction,  maintenance  and  opera- 
tion of  railways  In  these  Prairie  Provinces  Is  less  cosUy  than  In  any 


oth'-r  region  of  the  continent.     The  hoped-for  benefits  of  railway  "com- 
petition" have  not  materialised. 

The  other  railway  ayBtoma  compete  with  the  C.P.R.  only  In  levying 
upon  the  people  of  this  country  "all  that  the  traffic  will  bear."  This  is 
the  fruit  that  has  been  reaped  from  the  grants  of  millions  of  acres  of  the 
best  agricultural  land  in  the  world,  millions  of  dollars  of  public  money 
and  millions  of  dollars  in  tax  exemptions.  Strangely  astray  was  the 
Minister  of  Railways  when  he  made  the  remark  in  the  House  at  Ottawa 
In  January  last  that  "in  spite  of  the  good  work  of  the  Interstate  Com- 
"merce  Commission,  the  railway  rates  in  Western  Canada  are  lower  tihan 
"in  the  United  SUtes." 

A  BallwAj  President's  Illuminating  Remark 

One  of  the  most  Illuminating  remarks  yet  made  on  the  subject  Is  that 
of  President  Hays,  of  the  Grand  Trunk,  when  he  said  in  Toronto  last 
summer^  in  reply  to  the  demand  of  the  Grand  Trunk  trainmen  for  higher 
wagee.  that  they  must  be  patient,  and  that  after  1912,  when  the  Company 
would  be  reaping  the  abundant  profits  to  be  garnered  from  the  high 
freight  rates  on  Western  business,  might  hope  for  increases  in  theii 
wages. 

In  December  last  the  Dominion  Railway  Commission,  in  the  same 
matter-of-fact  way,  pronounced  its  approval  and  benediction  of  the  same 
policy  by  suggesting  that  the  express  companies,  which  are  simply 
tentacles  of  the  railway  companies,  should  charge  $5  in  Western  Canada 
for  a  service  for  which  in  Eastern  Canada  the  f*ommiss4on  fixes  the 
charge  at  |3.  That  is  to  say,  for  example,  tha/t  for  carrying  aJi  express 
package  from  Winnipeg  to  Regina,  which  is  the  same  distance  as  from 
Montreal  to  Toronto,  the  Commission  authorizes  a  charge  which  is  the 
Montreal-to-Toronto  charge  plus  t^'o-thirds. 

When  we  remember  that  the  construction,  maintenance  and  operation 
of  railways  In  these  Prairie  Provinces  is  less  costly  than  in  any  other 
portion  of  Canada,  and  In  connection  with  this  fact  consider  how  the 
people  of  these  Provinces  are  burdened  with  extortionate  railway  rates, 
the  appropriateness  of  a  mflch  cow.  branded  as  in  the  manner  indicated 
above,  as  the  emblem  of  Western  Canada,  becomes  convincingly  self- 
evident  The  mere  fact  that  the  C.P.R.,  after  the  payment  of  all  worltlng 
expenses  and  fixed  charges,  and  after  the  payment  of  a  10  per  cent. 
dividend,  has  been  having  annual  net  cash  surpluses  in  the  neighborhood 
of  $14,000,000,  shows  that  the  railway  rates  are  an  unjustly  heavy  burden 
upon  the  ultimate  consumer. 

The  wholesaler,  of  course,  figures  his  percentage  of  profit  on  the  cost 
of  bis  goods  to  him,  including  the  freight  charges,  yrhen  he  Is  fixing  the 
price  he  charges  the  retailer.  The  retailer  does  likewise.  The  ultimate 
consumer  Is  the  goose  that  lays  the  golden  egg. 


t 
KATKS  in  rn  bast  awd  ratra  im  m  wt«T.-L 

f«r  All  CUtM»  of  Frelflit,  HhonUv  Uow  tM  C«m41m  lUUvity 
BmU  JeMitoi  wnt  PnuM4  la  AcmNmm  wIUi  tli«  BMtrlM  tkat  tk» 
WMt  b  tiM  DMtfM4  BMuntr  •i  tlM  BMrMMtljr  Hm? y  Emi  mt  ihm  Lmi4 

uf  InrquitAble  Pretflit  Cli«rf«*« 

The  compArlsona  below  are  between  the  mtec  lo  o|>eraUoa  in  the  KmU 
and  the  ratet  In  operation  In  the  West  on  the  varloua  claim  Into  which 
all  freight  la  divided.  There  are  ten  auch  claMea.  The  9th  Claaa. 
namely,  live  itock,  la  here  omitted.  The  only  live  aCock  brought  to  the 
West  In  any  oonalderaible  quantity  la  horaea. 

The  compgrlaona  ahow  the  ratea  for  corresponding  mlleagea  (1| 
between  statlona  In  Ontario  and  Quebec,  (2)  between  atatlona  In  that 
territory  and  atatlona  between  North  Bay  and  Port  Arthur,  and  (1)  the 
ratea  In  the  Weet,  either  from  Lake  Superior,  that  la.  Port  Arthur,  or  Fort 
William,  or  from  Winnipeg.  The  comparlaoM  are  for  corresponding 
mlleagea.  or  mlleagea  aa  nearly  correapondlng  aa  can  be  found  In  the 
distance  tables.  The  following  table,  taken  aa  a  whole,  gives  a  fair  Ides 
of  the  ratea  East  and  West,  juat  as  the  "trier**  which  the  Inspsctor 
plunges  Into  the  grain  at  Intervals  from  end  to  end  of  the  car  brings  up 
samplea  from  which  he  can  judge  the  whole  carload: 

Ri^tea  (In  cents  per  100  Iba.)  on  the  different  classes  of  freight: 

1st      2nd      3rd      4Ui      5Ui      6ili      Tib      Slli    lOlh 
FVom--  1111m    Claas  CUaa  CtoM  Claas  CUm  CUm  CIam  CteM  Ctmm 

Montr««:                   ti   ....  100        SOo      Mc  23c  l»c  l&c  Mc  Uc  12c  ISc 

Winnipeg,                 ine  ..     »9       40c     Uc  28c  2«c  l»c  l&c  lie  12c  fc 

Monln»alKalad«r             191        S6i-      S2c  27c  2Sc  Mc  l<c  lie  14 

Wlnnlj>eg-Klkhorn    198        &7c      48c  29c  20c  27c  tie  Itc  lie  Mr 

Montreal- Burkton    Jet  >92       44c     29c  32c  28c  2fc  Mc  17c  18c  l(c 

Winnipeg- Wolaeley         298       8Sc     70c  57c  42c  28c  SOe  Mc  SSc  lie 

Montreal -Qalt 2S8        80c      44c  28c  21c  26c  18c  19c  2«e  He 

Winnipeg- Mooae  Jaw..  400       99c     8Sc  87c  51c  45c  S8c  27c  28c  21c 

Montreal- N.  Bothwell..  49S       58c     51c  44c  28c  29c  27c  Sic  Me  Mc 

Winnipeg. Waldeck          499  81.14       9«c  77c  89c  8Se  42c  Mc  SSc  Me 

Montreal-Windsor    .       588       SRr      sic  44c  28c  Mc  t7c  Sic  tSo  SSc 

Wlnnlpeg-Sldewood     .    &<7  $1.28  $1.06  88e  8Bc  i8c  47c  SSc  Mc  27c 

Windsor-Caldwell  ^  989  $1.05       88c  70<^  '^a*-  4Sc  28c  28c  Mc  28c 

Wlnnlpeg-CroMAeld    „  887  81.88  81.28  81  78c  8Se  ISc  4Se  SSc 

Windsor- Jackflsh    ^  995  $1.05        88c  7i>c  lac  42c  28c  28c  SSc  Sic 

PI.  Arthur-Crane  Lake  997  8209  8l.:4  8129  81.04  94c  81c  58c  48c  47c 

Montreal -^hrelber    ....  883  81.06       88c  70c-  50c  4Sc  SSc  S8c  Sic  Sic 

Port   Arthur-«<<cr«tan..  M8  81.88  81.87  81.28  9tc  84c  TSc  iSc  44c  ISc 

Quvbec- London SS8       84c     i8c  4Sc  40c  SSc  SOc  SSc  SSc  Sic 

Port    Arthur- Klrkells.  MS  81.42  81. 19  94c  no  SSc  54c  S7c  SSc  Sic 


iBt       Snd      Ird       4th       Sth      €th       7th       8th     10th 
MtlM  Clmam  C\mm  Clasa  CI«m  Claaa  ClaM  CUm  CUm  ClaM 
Qu«b«c- Windsor    7«»       68c     60c     Sic     43c     34c     Tic    23c     24c     22c 

Port  Arthur- Mclean...  767  $1.72  11.44  $1.14        85c     78c     66c     48c     37c     37c 

Qu«l>ec>Roaaport     1060  I1.S5  11.04        8Sc      68c     GCc     Mc     43c     4*8c     41c 

Port   Arthur- WAlsh   .  .1050  12.18  |1.81  $1.44  11.09       98c     85c     61c     SOc     49c 

The  loweat  rates  are  between  Btatlone  in  Ontario  and  Quebec,  Kast  of 
North  Bay.  Between  stations  in  that  territory  and  stations  from  North 
Bay  and  Port  William  the  rates  are  much  higher  than  they  are  in  Ontario 
and  Quebec;  but  it  is  when  we  move  Westward  from  Lake  Superior  that 
we  find  the  principle  of  "all  that  the  traffic  will  bear"  beginning  to  be 
applied  with  increasing  rigor.  The  farther  we  get  from  Port  Arthur  and 
Fori  William,  the  more  do  we  realize  that  we  are  in  the  region  of  those 
high  freight  rates  which  President  Hays  referred  to  In  a  remark  which 
-has  been  quoted  on  an  earlier  page. 

A  GretH  Injastice  to  the  V>e«»t 

Why  should  the  rates  in  the  West  be  douible  the  rates  in  Ontario  and 
Quebec?  This  is  the  question  to  which  the  people  of  Western  Canada  are 
beginning  to  insist  upon  an  answer  from  those  entrusted  with  the 
responsibility  of  regulating  the  traffic  charges  levied  upon  the  public  by 
the  railway  corporations.  It  is  to  be  noted  here  that  40  per  cent,  of  the 
traffic  carried  by  the  Grand  Trunk  is  traffic  that  comes  into  and  passes 
out  of  Canada — traffic  originating  in  the  United  States  and  destined  to 
points  in  the  States;  It  is  carried  on  through  rates  and  the  revenue 
received  for  hauling  it  between  the  Niagara  River  and  Detroit  or  Port 
Huron,  is  considerably  less  than  the  local  rates  in  Ontario,  and  which  are 
80  low  in  comparison  with  the  rates  from  Port  Arthur  and  Fort  William 
and  from  Winnipeg.  For  the  year  ended  June  30  last  the  net  traffic 
earnings  of  the  Grand  Trunk,  were  $8,807,004.40,  which  le  nearly  six  per 
cent,  on  1150,000,000. 

While  the  Free  Press  is  not  undertaking  to  argue  that  the  rates  from 
Lake  Superior  and  from  Winnipeg  should  be  upon  the  same  basis  as  the 
rates  from  Montreal  and  Toronto,  surely  the  fact  that  the  rates  from 
Lake  Superior  and  from  Winnipeg— all  the  rates  in  the  West — are  too  high 
stands  out  "gross  as  a  mountain,  (ypen,  palpable."  For  example,  the  rate 
from  Montreal  to  Windsor  on  5th  Class  freight  works  out  to  1.02  cents  per 
ton  per  mile,  and  on  Ist  Class  to  2.04  cents  per  ton  per  mile,  while  the 
corresponding  rates  here  in  tbe  West,  shown  above,  are  2.04  ^nd  4.44 
cents  respectively  per  ton  per  mile.  The  figures  in  the  above  table  speak 
for  themselves.  The  reader  can  see  for  himself  how  the  comparisons 
work  out,  remembering  that  the  sample  rates  set  before  him  are,  to 
repeat  the  comparison  made  above,  like  the  grain  which  the  inspector 
draws  from  a  car  with  his  "trier,"  to  ena'bk  him  to  Judge  the  whole 
carload. 


KATKM  I5(  TUK  EAHT  A!fD  lATBS  IBT  THK  WBST.-IL 

Partbrr  Vompmrluou*  ob  All  rUutet  of  Frrl^lit  for  C9rTt%p«m4lmg  Hn^ 
•fTft,  Showlnir  llofi  the  H'ritt  U  CoMpolle^  to  HabMit  to  Unilmmf  Bilor- 
tJoB  On,  fur  ll&ampir,  •  CatIomI  of  &tli  rUut  Frficht  OlBlMtm  Welcbl 
tMit  lbs.)  Uatr  from  WlBBlpnr  to  Xoom*  Jbw,  IM  XIIm,  I^  UiM  Vorr 
TbBB  froBi  (|aeb«€  to  llelleifll«,  Oat^  SM  MJI«« 

Additional  comparisons  boCwoen  Baaiom  and  Woatom  ratoa.  ob 
oUlaacoa  botwoon  100  and  500  miles,  are  sbowa  below,  to  bo  folloarod  by 
further  Baatern  and  Weatern  fri»lght  rate  coroiiarlaona,  on  mllaacea 
between  &00  and  1.000  mllea.  As  In  Lbe  previous  comparlaons.  the  rat^a 
are  shown  for  all  the  claases  Into  which  freljtbt  Is  divided,  with  tha 
exception  of  the  9th  Claas.  which  la  live  stock,  the  only  live  stock  brought 
to  the  West  in  any  considerable  quantity  being  horses.  The  flguroa  ara  In 
cents  per  100  Hm.  on  the  different  classes  of  freight: 

Uc  tnd       trd      4th      ttli      <th      Kb    lib     letk 

Mll«e    CtaM  C1«M  ClaM  ClMS  OlttM  CUM  CktM  ClAM  ClMO 

Montreal- FSaanville       .  IM       SCc  Mc    t7c    Me    Itc     lie     ISc     14e     lie 

Wlnnlpec- Whitewater    lU        57c  fSc     Mc     SOC    27c    Mc     10c     10c     14c 

Montreal-Bnile  Lake.^  SOO       44c       tOc    fSc    Mc    Mc    20<;^  ITc    Ite    He 

Wlnnlpev-Sprincalde  ..  2»6       SSc       70c     S7c    4Sc    Mc    SOc    2to    Sic     lie 

Montreal- North   Bay...  MO       4«c       42c    SOc     SOc     S4c    Stc    lie    Ite    lie 

Winnlp<-g.1lec1na    SM        »3c        78c     OSc     4Sc     42c     22c     SSc     Stc    Me 

Montreal-Depot  H'rb'r  MO  4Sc  42c  2Cc  20c  24c  Mc  Itc  Mc  lie 
Montreal -Meadowsldo..  276  S8c  51c  44c  >«c  29c  S7c  21c  t2c  20c 
Winnlpeff-Pense    ..    275        9&c        80c     «4c     4»c     42c    t4c     2ic     Me    Me 

Qurbec-KHIrvllle               396  «8c  i2c  2fc  20c  S4c  Mc  18c  19c  lOo 

Montreal  Htrlln              .397  50c  44c  Mc  21o  Mc  22c  Itc  20c  17c 

Montreal. Vem«r    .  894  6«c  51c  44c  2«c  29o  27c  lie  22c  Mc 

Winnipeg -kMoosc   Jaw..  400  99c  82c  OTc  51c  4fto  Mc  27c  tic  21c 

Quebec-«carboro    Jet..  409       Mc       07c  41c  24c  27c  tic  20c  ;ic  ISc 

Montreal-fiarnU 504       Mc       51c  44c  21c  29o  t7c  Sic  tie  tOc 

Montreal -Pogamaatng..  4M       7<c       17c  57c  4tc  28c  20c  Mc  t7c  tftc 

Winnipeg- A«qulth    .....  504  81.2S    11.02  8Sc  iSc  Mc  41c  tSc  SOo  tie 

That  the  railway  ratea  in  OnUrio  and  Quebec  are  ramuneradve  la 
proved  by  the  ngurea  In  the  annual  Dominion  Ooveniment  blue  book  of 
railway  atatiatica  furnished  on  oath  by  the  companlea  in  aooordanee  with 
statutory  reqolremeiu.  The  Grand  Trunk  makea  money  hauling  freight 
from  Montrral  to  North  Bay.  though  It  haa  to  n»eet  the  ahorter  mlleafe 


of  the  C.P.R.  (The  mileage  given  id  th-  i.ihl.  ,il»nv<'  is  the  C'.lMl.  mileage 
— ithe  Grand  Trunk  mileage  from  Monti,  d  ;<>  North  Day  is  396  miles.) 
Must  there  not.  then,  be  an  immensely  greater  proflt  in  the  higher  rates 
from  Winnipeg  to  Regina?  Note  also  the  differences  between  the  Quebec 
to  Belleville  rates  and  the  Winnii>eg  to  Moose  Jaw  ra/tes,  and  the  other 
comparisoAs  above;  in  the  following  comparisons  on  mileages  from  500  to 
1,000  miles,  we  see  the  Western  rates  on  the  first  five  claseee  of  freight 
mounting  to  more  than  double  the  rates  in  the  East 

RATE8  IN  THE  EAST  A>D  KATES  IX  THE  WKST.— III. 

8«ne  ]f«re  Typical  Comparisons— From  Montreal  to  Fort  WilUanu 
$19SJ9;  froB  Fort  William  to  Crane  Lake,  Sask.,  same  Carload,  same 
Mlteage,  $2d&00— From  Quebec  to  Stratford,  <hit^  ^nAH):  from  Port 
Arthur  to  Shoal  Lake,  same  Carload,  same  Mileaire,  $ls:UMr  From  (^ueliee 
to  Chatham,  <hit^  $102.00:  from  Fort  Arthur  to  Vorkton,  same  (  arload, 
same  .Milea^^e,  $210.00 

As  in  the  foregoing  comparisons,  the  rates  are  shown  for  all  the 
claaeee  into  which  freight  is  divided,  with  the  exception  of  the  Ninth 
Class.  The  rates  are  In  cents  per  100  lbs.,  on  the  different  classes  of 
freight: 

1st         2nd         3rd        4-th       5th       frth       7th       »th      10th 
Milca     Clau     Class     Olass    Class  Class  Class  Class  Class  Class 

Quebec -Stratford  ..  6»T  ft2o  Mc  iTc  39c  Sic  29c  2i2c  23c  2'lc 
Pt  Arthur-Shoal  L.  &94  J1.38       $1.15        »2c        ft8c     ©Ic     53c     37c     31c     80c 

Quebec-Chatham  ..  694  Mc  60c  51o  i3c  34c  32c  ^3o  24c  22c 
Pt.    Arthur-Yorkton  696  $1.62     $1.36     11.08  80c     72c    62c     44c     38c     36c 

Montr'l- Heron  Bay  800  >1.02  86o  70c  &0c  42c  36c  36c  36c  »5c 
PL  Arthur-Pense   ..  TOT  J1.7«    11.49     $1.18         8«c     76c     6i8c     4«c     42c    40c 

Montreal-Gravel    ...  894  $1.05  86c        70c        50c     42c     36c     36c     35c     36c 

Pt.   Arthur-^orae  ..  M?  $1.93     $1.61     $1.28  96o     86c     74c    53c     45c     44c 

Montreal-Ft  Wm...  »96  $1.05  86c  70c  50c  42c  36c  36c  35c  35c 
Ft.  Wm.-Crane  Lk.  997  $2.09     $1.74     $1.39     $1.04       94c     81c     58c     48c     47c 

To  see  how  the  comparisons  work  out  in  carload  lots,  let  us  take,  for 
example,  the  Fifth  Class  rates.  From  Quebec  to  Chatham  the  Fifth  Class 
rate  is  34c  per  100  lbs.  The  minimum  carload  weight  for  Fifth  Class 
freight  is  24,000  lbs.,  but  it  is  common  to  have  carloads  in  the  nedghbor- 
hood  of  30,000  lbs.  Among  the  articles  which  are  Fifth  Class  freight  are 
such  groceries  as  sugar,  rice,  molasses,  canned  goods.  <beans,  soap,  starch, 
etc.,  and.  to  mention  another  line  of  goods,  nails,  tar  paper,  building 
paper,  bolts  and  nuts  and  similar  hardware. 

From  Quebec  to  Chatham  the  mileage  is  694 ;  the  corresponding  mile- 
ace  in  Western  Canada  is  from  Port  Arthur  to  Yorkton,  696  miles.    The 


TtUB  on  firtli  ClAM  fr^lfflK  from  Port  Arthur  to  Yorkton  ft  7te  p«r  IM 
lbs.,  ilut  la  to  My.  4c  mor«  tli«n  doiibU  the  rate  from  Quebec  to  Chmthafn. 
Od  emrUmd  lou.  (be  flgures  are  $103.00  from  Quotoec  to  Chatham,  aa4 
ISlt.OO  from  Purl  Arthur  to  Yurkron. 

It  Is  a  almple  madter  to  work  out  the  carload  miea  for  the  other  mile- 
agea  In  the  above  table.  For  the  firat  three  claasea  of  freight  the 
miolmum  carload  welghta  for  aundard  eara  S€  feet  •  lochea  In  leagth  to 

S0.000  Iba..  for  the  next  tbree  rlaaaea.  24.000  Ibtt..  miid  for  tbe  7th  ich  •o4 
10th.  SO.OOO  Iba. 

UOW  TU»:  hOMi  HAIL  WOKkS  OI'T 

Ut  Year  Ejra  Baa  Dewa  the  **Per  Tea  Per  Mile*'  t  eiama  Prtatrd  I* 
Blark-Fare  FlirureH  In  the  Table  Below,  and  Obtenre  How,  ia^lrad  ef 
Decrra^hik'  nith  the  Keiifrth  o(  the  C.P.B.**  Leag  Haal,  tbe  Plg«rr« 
larreaike—.Viitl  Vet  **The  Mo^emeat  Bxpeaers  Per  Tea  Per  XUo  Grew 
Lesit  with  K«eri   Increaae  la  the  Leagtb  of  the  Haal* 

It  ii  a  fundamental,  and  obvious,  principle  in  connection  wHh  the 
coat  of  railway  operation  that  the  long  haul  costs  (he  railway  company 
leaa  than  the  abort  haul.  Tbe  disunce  wMch  a  conalgnmooi  has  to  he 
hauled  is  a  factor  in  tbe  cost  of  tbe  transportation  aerrioe  readered  by 
the  railway — all  tbe  more  so  when  tbe  louger  reaches  of  the  loog  haul 
are  on  tbe  prairies  of  this  continent;  tbe  weight  of  tbe  consignment  la 
llkewlae  a  factor. 

Tbe  point  in  regard  to  both  factors  is  that  the  railway's  operating  coau 
do  not  rise  proportionately  with  tbe  increaae  in  either  faotor.  it  coou 
less  per  hundredweight  to  transport  goods  In  carload  lou  than  lo  amaller 
quantities;  and  less  In  train  loads  than  in  alngle  carloada.  Hence  the 
lower  rates  on  carload  lota  than  on  less  than  carload  lou;  and  hence  the 
lower  rate*  given  by  tbe  railways  that  carry  coal.  Iron  ore  and  ochar 
commodities  in  full  train  loads. 

Likewise  with  the  increaae  of  the  length  of  the  haul.  To  quote  froM 
the  latest  authoritative  work  on  the  aubjoct,  "Railroad  Traffic  and  Rataa.** 
by  Johnaon  and  Huebner  (New  York  aiul  London:  D.  Appletoo  and  Com- 
pany, 1911).  Vol.  I.,  pag*  367.  "Tbe  charges  for  long  hauls  are  properly 
"leas  per  ton  per  mile  than  are  tbe  rates  for  abort  disunces."  On  the 
same  page  we  read  this  obvious  autement:  **The  movement  expenses  per 
"ton  pair  mile  grow  leas  wkh  every  increase  In  the  laogth  of  hanl.  aad 
"tht>  terminal  expenses,  which  must  alao  be  covered  by  the  raU  chargad. 
ire  leaa  per  ton  per  mile  when  dlatrlbuied  over  a  long  teaoL** 

A  railway's  rate  achedulea.  therefore.  If  Ita  rataa  are  eqallahle,  ahosld 
show  rataa  decreaaing  per  (on  per  nflle  wHh  the  Increaalng  leikgth  of  lu 
long  haul. 

Ut  ua  see  how  this  applies  to  the  CPJt  The  following  tahle  ahowa 
the  all-rail  carload  rate  In  cenu  per  100  iba.  on  5th  Clasa  (rtlght.  aad 


•hows  alto  the  same  rate  figured  out  ou  the  per  ton  per  mile  basis  and 
the  same  rate  figured  out  for  a  carload,  from  Montreal  to  Port  Arthur  (or 
Fort  WUllam),  from  Montreal  to  Winnipeg,  and  from  Montreal  to  each  of 
the  divlalonal  points  on  the  C.P.R.  west  of  Winnipeg  as  far  as  Calgary. 
Portage  la  Prairie  and  Reglna,  which  are  not  divisional  |)oints.  being 
included  in  the  tahle  for  the  sake  of  making  the  showing  full  and  fair: 

Per 

c&rtoad 
$126.00 

$213.00 

$225.00 

$246.00 


From  Montreal  4o> 
Port   Arthur 

Winnipeg 

Portage  la  Prairie 

Brandon    

Broadview 

Regina  

Moose    Jaw 

Swift  Curreiii 

Medicine   Hat 

Calgary  


MUca 
991 

I'vr 
100  Iba. 

42c 

IVr  <on 
pf  r  mile 

1414 

71c 

.«76c 

1470 

75c 

l.(^L»«r 

1547 

.   82c 

1.060e 

1679 

$1.02 

1.210c 

1772 

$1.04 

1.174c 

1813 

$1.07 

l.lKOc 

1924 

$1.21 

1.2o8c 

2071 

$1.31 

1.265c 

2251 

$1.35 

1.200c 

$306.00 
$312.00 
$321.00 
$363.00 
$393.00 
$405.00 

In  (h«  calculation  for  WlnnH)^^  allowunc-i-  is  made  for  the  fact  that  the  railway 
rate  includv*  2c  per  100  Iba.  for  cartage.  m.ikin«  the  net  railway  rate  69c. 

For  the  sake  of  clearness  and  simplicity,  only  the  5tih  Class  rate  is 
shown.  That  raAe  Is  a  fair  sample  of  all  the  rates.  Among  the  articles 
which  are  5th  Class  freight  are  such  groceries  as  sugar,  rice,  molasses, 
canned  goods,  soap,  beans,  starch,  etc.,  and,  to  meation  another  line  of 
goods,  nails,  tar  paper,  building  material,  bolts  and  nuts  and  similar 
hardware.  The  minimum  carload  weight  for  5th  Class  is  24,000  lbs.;  5th 
Class  carloads  ordinarily  run  to  about  30,000  lbs.,  wiiich  is  the  weight 
used  in  the  last  column  of  the  above  table. 

Let  your  eye  run  down  the  "per  ton  per  mile"  column,  printed  in 
black-face  figures.  You  will  note  that  the  figures  increase  with  the 
increase  of  the  length  of  the  long  haul,  instead  of  decreasing  in  accord- 
ance with  the  principle  set  forth  in  a  preceding  paragraph.  If  the  above 
table  had  been  one  of  mileages  in  Eastern  Canada,  the  "per  ton  per  mile" 
column  would  decrease  from  top  to  bottom,  as  will  be  shown. 

The  showing  made  by  the  above  table  would  be  more  unfavorable  to 
the  C.P.R.  if  the  Portage  la  Prairie  and  Regina  rates  were  omitted,  and 
the  table  confined  solely  to  divisional  points,  the  distance  between  which 
are  preoty  uniform  points.  The  Regina  and  Calgary  rales  are  the  only 
ones  which  show  a  drop  in  the  "per  ton  per  mile"  figures.  For  this  "there 
is  a  reason";  but  to  go  into  that  would  make  this  article  altogether 
too  long. 

In  noting  the  mounting  "per  ton  per  mile"  rate  shown  above,  do  not 
fail  to  observe  also  the  queer  differences  between  the  jumps  in  the  rate — 
between  the  20c  132-mile  Brandon-to-Broadview  jump  and  the  5c  134-mile 
Broad  vie  w-io-Moose  Jaw  jump,  for  example.  The  more  the  above  table 
is  studied,  the  more  will  H  be  found  to  support  the  view  that  there  is 
neither  sense  nor  justice  in  the  freight  rates  in  Western  Canada. 


THB  RATKtt  FROM  THE  BOUKDABT 

Uon  thr  V.FJU  sM  tiM  C«m4Uib  StfftlMa,  WtddBff  TtMlM^  Vlt 
Control  of  tiM  MIlMfv  frvB  tlM^  ImUnmUmmi  Ltat  to  E«o  r»  tW  Batet 

Iron  the  East 

Id  the  old  fur-tradlnff  dt^y,  when  Fort  Oanr  was.  m  Wlnnlp^c  te.  th« 
be*dquArter«  and  the  centre  of  dlitrlbution  In  whit  le  now  Western 
Cenede.  tho  traffic  routes  to  thli  itratei^c  meetinc  piece  of  the  Red  mad 
the  Asslnlboltie  were  water  roiitee.  Goods  were  brought  from  the  old 
country  via  Hudson  Bay.  from  the  Bast  by  the  water  route  from  Fort 
William  that  was  travelled  by  the  Wolseley  expedition  In  the  troublous 
tiroes  of  forty-one  years  ago,  and  from  the  South  by  Red  River  carts 
acroes  the  plains  from  St.  Paul,  the  Red  River  also  being  used  from 
Moorehead  as  a  traffic  route.  At  this  day  and  date  not  a  pound  of  freight 
le  brought  Into  Winnipeg  that  Is  not  brought  lu  by  either  the  C.P.R.  or 
the  Canadian  Northern. 

!  tie  Canadian  Northern  control  the  mileage  from  the 

lu  iry  to  this  city  and  the  terminals  here,  and  working 

together,  they  make  use  of  that  control  to  keep  freight  rates  up  to  the 
level  they  judge  fitting  and  proper  In  the  Interests  of  their  own  long  haaL 

If  you  wanted  a  carload,  or  any  other  quantity,  of  freight  hauled  fron 
Montreal,  or  Toronto,  or  Brantford.  or  Hamilton,  or  anywiiie  «!••  to  the 
East  to  Winnipeg,  you  would  find  that  by  bringing  it  round  through  the 
States  via  Chicago  and  St.  Paul,  you  could  get  it  as  far  as  the  Manitoba 
ttonndary  at  a  cost  very  considerably  leas  than  the  cost  of  having  the 
C.P.R  bring  it  all  the  way  to  Winnipeg,  or  of  having  It  come  via  the 
Canadian  Northern  from  Port  Arthur. 

if  you  could  get  U  hauled  from  the  boundary  to  Winnipeg  at  a  rate 
corresponding  to  that  at  which  it  was  hauled  from  St  Paul  to  the  bound- 
ary, it  would  mean  a  big  saving.  But  the  CPJt  and  the  Canadian  North- 
ern, acting  in  perfect  unison  and  accord,  have  everything  fixed  to  prevent 
your  making  that  saving.  They  charge  such  heavy  rates  on  the  short 
haul  from  the  boundary  to  Winnipeg  as  to  discourage  you  from  bringing 
It  in  that  way.  instead  of  bringing  It  In  over  their  iracks  from  ths  BssC 
at  rates  adj'!>"<  'i  >'>  accordance  with  the  principle  of  "all  tiiat  the  trade 
will  bear." 

That  la  to  eay.  the  C.P.R.  and  the  Canadian  Northern  do  precisely  whet 
they  would  be  doing  if  they  bad  the  power — and  exercised  It— of  building 
a  tariff  wall  at  the  boundary  and  collecting,  over  and  above  a  fair  and 
Just  freight  charge  on  all  freight  coming  in.  an  impost  sneh  aa  the  heroes 
used  to  exact  from  travellers  along  the  highways  oommeaded  hy  their 
oastlsa.    The  same  impost,  of  course.  Is  included  In  the  rates  charged  by 
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the  C.P.R.  and  the  Canadian  Northern  for  bringing  freight  into  this  city 
over  their  own  long  hauls. 

**A1I  That  the  Tralllc  Will  Bear" 

The  modus  operandi  of  this  was  strikingly  lighted  up  when  the  case 
in  regard  to  the  coal  rate  from  Lake  Superior  to  this  city  was  before  the 
Dominion  Railway  Commission.  That  rate  Is  $2.50  per  ton.  From 
Duluth  to  this  city  the  rate  is  $3.00  per  ton.  In  order  to  get  the  rate 
from  Duluth  reduced  to  $2.50,  the  Great  Northern  offered  to  turn  over  to 
the  Canadian  railways  50  more  cents  o^  the  rate  for  carrying  the  coal 
from  Duluth  to  the  boundary,  so  that  the  Canadian  railways  would  still 
be  getting  the  same  amount  as  from  the  $3.00  charge.  The  offer  was  .e- 
fused.  the  Canadian  railways  announcing  that  whatever  the  rate  was 
made  on  coal  from  Duluth  to  the  boundary,  they  would  fix  the  rate  from 
the  boundary  to  Winnipeg  so  high  as  to  make  the  total  rate  from  Duluth 
to  Winnipeg  higher  than  the  rate  from  Port  Arthur  and  from  Fort  Wil- 
liam to  Winnipeg.    The  Railway  Commission  declined  to  take  any  action. 

The  distance  from  St.  Paul  to  the  boundary  (Xoyes,  Minn.),  is  392 
miles,  and  from  Bhnerson  to  Winnipeg  Is  64  miles.  The  local  rates  from 
St  Paul  to  Noyes,  and  from  Emerson  to  Winnipeg  on  the  five  classes  of 
freight  which  may  be  termed  the  merchandise  classes,  and  on  Class  A, 
corresp*^n(!lng  to  Sixth  Class  in  this  country,  and  Including  Imple- 
ments, aro  as  follows  per  100  lbs.: 

Miles    1st.    2nd.    3rd.    4th.    .5th.  A  or  6th. 

St.   Paul  to  Noyes,  Minn 392     67c.     56c.     45c.     34c.     27c.     30c. 

Emerson,  Man.,  to  Winnipeg    64     32c.    27c.     23c.     18c.     16c.     lie. 

The  local  rates  north  and  south  of  the  boundary  present  quite  a  con- 
trast, it  will  be  observed.  Taking  the  Fifth  Class,  in  which  they  come 
closest  together,  and  in  which  the  comparison  is  thus  the  most  favorable 
to  the  Canadian  rate,  we  find  that  the  rate  from  St.  Paul  to  Noyes  is  27c. 
per  100  lbs.,  that  is  $5.40  per  ton,  which,  divided  by  the  mileage,  namely, 
392.  gives  $1.38  per  ton  per  mile.  The  rate  from  Emerson  -to  Winnipeg 
works  out  to  an  even  5c  per  ton  per  mile. 

By  a  similarly  simple  operation  in  arithmetic,  we  arrive  at  the  con- 
clusion that  if  100  lbs.  of  Fifth  Class  were  carried  all  the  way  from  St. 
Paul  to  Winnipeg  at  the  rate  at  which  it  is  carried  from  St.  Paul  to  Noyes, 
It  would  be  carried  from  St.  Paul  to  Winnipeg  for  31ic.  Add  2c.  for 
cartage,  and  we  get  33Jc.  As  a  matter  of  fact,  the  Fifth  Class  rate  from 
St  Paul  to  Winnipeg  is  40c.  That  is  to  say,  a  difference  ot  6ic.  per  100 
lbs.,  or  $26.00  per  carload. 

The  rates  straight  through  from  St  Paul  to  Winnipeg  are  less  than 
the  local  rates  from  St  Paul  to  the  boundary  plus  the  rates  from  the 
boundary  to  Winnipeg,  shown  above.    The  following  table  shows,  first. 


II 


III. 

tnd. 

3rd. 

iih. 

fttb. 

AorCtk. 

9Vc. 

tSc 

Me. 

tic 

4Sc. 

4Ic 

g>c. 

75c. 

€0c. 

4&C. 

40c. 

S4c. 

sic. 

2ic. 

tie. 

I7<- 

1 4c. 

lie. 

UKC. 

41k!. 

ts> 

2€c. 

»c. 

tb«*  aboire  rates  added  toc«iher.  Q«xt.  the  nil#a  from  8t  Psdl  to  Wlaniptc 
and  then  the  proiKirtlofii  of  the  latter  rafet  wblcii  the  f'aaadiaa  Nortbarw 
ttiid  the  Great  .N'urthern  take  re«|Mtrtlveljr :  — 


Totala  of  above  local  rai<-H 
Ratea  8t.  Paul  to  Winnipeg 
Canadian  Northern's  shsre 
Graat  Northern's  ahan- 

One.fourth  of  the  Kale  for  One-Seieatk  of  Ike  HmI 

That  iM  to  .s;iv.  taklhg  aKaia  th<>  Fifth  Class  rate,  the  railway  that  hauls 
Lh*'  itMj  Mw  (hf  :V'2  iHili'M  from  St.  Taul  to  the  boundary  geta  2€c..  and  tha 
ratlwsy  that  hauls  it  the  remaining  64  uHles  to  Winnipeg  lakaa  14c.  (la- 
eluding  2c.  for  cartage.)  The  railway  with  the  final  mileage  and  (ka 
terminals  Is.  It  must  be  kept  in  mind,  always  the  one  that  lays  down  tka 
terms  of  division.  The  C.P.K.  and  the  Canadian  Northern  used  to  be  coo- 
tent  with  a  somewhat  smaller  proportion  of  the  rate  from  St.  Paul.  But 
aocne  time  ago  tiiey  fixed  the  proiKirtlons  at  67 i  per  cent  and  321  per  cent 
reapectlvely.  That  is.  they  get  pra«tiiaiiv  Mn.-thini  of  th..  r«ti-  for  doing 
leaa  than  a  aeveoth  of  the  hauling: 

In  thus  setting  forth  the  mauiiv.'  .  .  a!..  <    iMt  aud  the  Caftadtait 

Northern  co-operate  fraternally  in  i.i><iiK'  .i  u-.i\}  burdeo  of  czoetahra 
freight  rates  on  traffic  from  the  South,  In  the  interests  of  their  reveotta 
from  their  own  long  hauls,  there  U  not  the  least  intention  of  picturing  tka 
rallwaya  across  the  line  as  philanthropic  Inatltutlona.  The  Orcttt 
Northern  system  haa  extended  itself  to  Portage  la  Prairie  and  to  Brandos, 
and  In  neither  case  has  it  done  any  rate-cutting;  on  the  contrary,  tkaaa 
branchea  are  operated  in  quite  fraternal  accord  with  the  methods  aad 
rates  of  our  own  railway  gyatems. 


S«v«rttl  ]r«*ra  ftso.  milf  tb«  C.P.lt  aad  th«  C^««4toa  Nertacni  kad  f  ^•lua  tie 
NoMlMni  Paciac  and  tl»«  Qr*mt  Norchrra  to  acqalaaM  la  Ia8r»aai  <t  caaiwuiHy  rata* 
froai  Be  Paul  to  Winolp«c.  a  atatomvat  «••  aiad*  paMIc  trotm  Mr.  J. 
a>«oad  Vlr«-4*r«ald«ot  aad  0«-a»ral  Maaawr  of  lb«  NartJMra  PacUte 
•Saet  that  tb*  Nortbvra  PaciSc  w«a  roady  «Bd  aatlaaa  la  ea  opwaata  la 

\twmtmr    r*«ra    •  .■    e*Mm   rl»v 
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WHO  PATS  THE  FRKHJHT  RATESf 

Not  the  Manafartnrer,  not  the  Wholohaler,  not  the  Retailer,  bnt  the  Ultl- 

miite  Consumer— ETery  Dollnr  In  Excess  <»f  Fair  and  Equitable  Rates  is 

Itaihvuv   Robbery  of  tiH>  I'liblir 

The  freight  rates  levied  by  the  railway  companies  on  the  commodities 
they  haul  Into  Winnipeg,  and  which  are  consumed  here,  and  the  addi- 
tional freight  rates  they  levy  on  the  commodities  which,  having  hauled 
them  into  Winnipeg,  they  haul  out  of  Winnipeg  later  on  for  distribution 
throughout  Uie  wide  territory  for  which  this  city  is  tho  fllstrn)»itlng 
centre,  come  out  of  the  pocket  of  the  ultimate  consumer. 

In  regard  to  customs  tariff  taxation,  there  are  variou6>  m<m  ..r.-iK)cus 
arguments  which  have  been  resorted  to  by  the  advocates  of  protectionism, 
such  as  that  good  old  stand-by  that  "the  foreigner  pays  the  duty."  But 
in  regard  to  freight  rate  taxation,  no  such  hocus-pocus  is  possible. 

When  the  individual  householder — whether  he  lives  in  Winnipeg,  High 
BluflT,  Morden,  Dauphin,  Yorkton,  Bird's  Hill,  or  elsewhere — pays  for  his 
sugar,  coal  oil,  dry  goods,  apples,  canned  goods  and  other  household  sup- 
plies, he  pays  the  freight  that  the  railway  companies  have  levied  on  them. 
The  railway  companies  have,  of  course,  already  collected  the  freight 
charges;  but  the  wholesaler  has  recouped  himself  from  the  retailer,  as 
the  rertaller  recoups  himself  from  the  ultimate  consmmer. 

Not  theoretically,  but  in  actual  practice,  the  railway  companies  thus 
exercise  a  power  which  is  supposed  to  be  a  sovereign  power  of  the  com- 
monwealth— ^the  power  of  levying  taxation. 

The  Government  has  its  customs  houses  and  its  customs  officials;  and 
the  railway  companies  have  their  freight  offices  and  their  freight  officials. 
EJvery  dollar  levied  in  the  form  of  freight  rates  beyond  what  is  necessary 
to  furnish  a  fair  and  equitable  profit  to  the  railway  companies,  over  and 
above  all  expenses  of  maintenance,  operation  and  renewals,  is  simply  the 
Imposing  of  a  forced  levy  on  the  public. 

The  ultimate  consumer  is  the  goose  that  lays  the  golden  egg.  It  Is  an 
old  adage,  approved  by  the  wisdom  of  the  ages,  that  a  creature  so  useful 
and  valuable  should  not  be  killed,  but  should  be  so  treated  as  to  ensure 
the  continued  product  of  golden  eggs.  The  art  and  practice  of  the  wis- 
dom of  that  adage,  as  applied  to  freight  rates  by  the  railway  companies, 
are  summed  up  in  the  phrase,  *'A11  that  the  traffic  will  bear."  A  customs 
duty.  If  It  is  raised  beyond  a  certain  point,  will  yield  a  decreasing 
revenue;  so  is  it  necessary,  in  the  interest  of  railway  revenue,  that  freight 
rates  shall  not  be  so  high  as  to  lessen  the  return  of  golden  eggs. 

Wholesalecs  have  been  heard  to  say  that  within  that  limit,  the  higher 
the  freight  rates,  the  larger  their  rerturn,  as  we^l  as  the  return  of  the  rail- 
way companies.  They  figure  their  percentage  of  profit  on  the  cost  to 
them  of  the  goods  they  sell — which  cost,  of  course,  includes  the  freight 
charges.  The  retailer  does  likewise.  The  purchaser  from  the  retailer 
Is  the  person  who  pays  the  freight  rates. 


IS 


THB  SATB8  OK  CATTLE 

How  ( .P.K.  Ihanrr**  from  Hhtpplay  Polnl*  In  H««|i«|dMWM  mmi  Alkrrfji 

C'oinpiirr  with  thr  (tri-jit   >urtll«ni  Mill  >orlkrrn  I'aclie  latM  tf  Cmt»- 

■pondlnc  Milrjurtu     Snlft  Currrnt  to  Wliniptf^  IBtMt  Vla«l,  XJI^  l» 

8t   I'auK  Sanii*   ( jirload,  SAmr   DUUare,  HlJt    Calgrt    In   W|Ba||»rc 

lias.oo:  (unter,  MoaU  U  Kt  Pavl,  iNHJiO. 

Tb«  flffures  which  follow  are  thoae  of  the  freight  rates  on  cattle  from 
■Uiloni  on  the  C.P.R.  In  Saakatchewan  and  Alberta,  and  of  the  Great 
Northern  and  Northern  Paclflc  freight  ratea  on  cattle  from  etatioiia  In 
North  Dakota  and  Montana,  ahowlng  corresponding  mileages  or  mllssges 
aa  nearly  correapondlng  aa  can  be  found  In  the  diatance  tables: 


'••■r  car 

Railway 

Miles 

(24.000  lbs.) 

Swift  Current  to  Winnipeg 

C.P.R. 

&10 

881.00 

Mlnot.  N.D.  to  St.  Paul 

G.N.R. 

513 

a.8o 

Hobron.  N.D.  to  St.  Paul 

N.P.R. 

521 

€f.M 

Mftplc*  Creek  to  Winnipeg 

C.P.R. 

5N 

888J0 

Ifedora.  N.D.  to  St  Paul     .. 

N.P.R, 

•00 

78.80 

White  Earth.  N.D.  to  St.  Paul 

G.N.R, 

587 

07  JO 

Medicine  Hat  to  Winnipeg 

C.P.R. 

W 

888.00 

CulberUon.  Mont,  to  St.  Paul 

G.N.R, 

«S7 

84.00 

QleodlTe.  Mont  to  St  Paul 

\P.R. 

6€f 

78.00 

Gleiehsn  to  Winnipeg  

CPJt 

784 

0108JO 

Olaagow.  Mont  to  St  Paul  

G.NJL 

m 

HM 

Fy>rBrthe.  Mont  to  St  Paul 

NP.R. 

790 

84.00 

Calgary  to  Winnipeg 

C.P.R. 

840 

8180.00 

MalU.  Mont  to  St  Paul 

G.N.R, 

847 

80.00 

Cuater.  Mont  to  St  Paul 

N.P.R. 

888 

88  JO 

Jackaon  to  Winnipeg 

C.P.R. 

885 

8180.00 

Columbus.  Mont,  to  St  Paul 

N.P.R, 

888 

88.40 

Chinook.  Mont  to  St  Paul 

O.N.R. 

838 

104.40 

It  wlir  be  noted  that  In  most  of  the  abore  comparisons  the  Northern 
Pacific  rates  are  lower  than  the  Great  Northern  rates.  To  inquire  Into 
that  matter  la  beyond  the  scops  of  these  articles.  The  point  which  eoa- 
csms  ns  Is  that  In  every  case  the  C.P.R.  rate  la  higher  than  both  the 
Greet  Northern  and  the  Northern  Pacific  rates  for  the  oorrsspooding 
mileages — the  C.P.R.  figures  running  aa  high  aa  83  per  cent  higher  than 
the  Great  Northern,  and  as  high  as  82  per  cent,  higher  than  the  .Vorthem 
Pacific    It  la  to  be  noted  that  Mlnot,  In  addition  to  being  a  Great  Northsr* 
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station  is  also  on  that  portion  of  the  C.P.R.  system  known  as  the  Soo 
Line,  and  that  on  shipments  of  cattle  from  that  North  Dakota  point  to 
St,  Paul  the  C.P.R..  of  course,  meets  the  Great  Northern  rate  of  $63.60  for 
that  513  mile  haul,  while  levying  $81.60  for  the  MO  mile  haul  of  a  like 
carload  of  cattle  from  Swift  Current.  Not  that  the  cattle  raised  In  the 
vicinity  of  Swift  Current.  Sask..  insist  on  more  luxurious  cars  than  those 
which  satisfy  the  cattle  raised  in  the  vicinity  of  Minot.  North  Dakota,  or 
that  it  is  more  diflficult.  or  more  costly,  to  haul  a  carload  of  them  eastward 
than  it  is  to  haul  a  carload  from  Minot  of  equal  weight.  The  only  erplan- 
ation  is  the  fact  that  (to  paraphrase  the  declaration  of  the  Minister  of 
Railways  above  referred  to)  in  spite  of  the  good  work  of  the  Dominion 
Railway  Commission,  the  rates  In  Western  Canada  are  higher  than  In  the 
Ignited  States. 

THE   MIMMCM  CARLOAD   WKKiHT 

A    lli^li    Minimum    Means   Heavier  Freight   Charges— How   tlie    Hailw<iys 

Hau*  Hien  Planning  to  Apply  to  the  Kailnay  Comnilssion  for  Power  to 

to  Increase  Their  Revenues  lu  This  Way 

In  considering  the  toll  wMch  the  ralFway  companies  levy  upon  the 
freight  they  haul,  it  must  be  kept  in  mind  that  the  scheduled  rate  per  100 
lbs.  does  not  tell  the  whole  tale.  For  each  class  of  freight  there  is  a 
minimum  carload  weight  specified.  There  are  cases  where  the  minimum 
weight,  on  which  freight  must  be  paid,  cannot  be  got  into  a  car.  There 
are  other  cases  in  which  a  carload  exceeds  the  minimum — and  in  these 
casee.  needless  to  say.  the  freight  charge  is  based  on  the  actual  weight 
hauled. 

There  is  the  very  best  reason  to  believe  that  the  railway  companies 
have  their  plans  all  worked  out  for  applying  to  the  Doralndon  Railway 
Commission  for  permission  to  increase  the  minimum  carload  weights  in 
all  classes.  This  will  not  be  an  application  to  increase  freight  rates. 
Not  at  all.  But  the  result  would,  of  course,  be  precisely  the  same  as  In- 
creased freight  rates.  The  revenue-producing  power  of  each  car — Its 
power  of  extracting  money  out  of  the  pocket  of  the  ultimate  consumer 
who,  in  every  case,  pays  the  freight  charges,  just  as  he  -pays  the  customs 
duties— would  be  increased.  The  railway  systems  (in  the  United  States 
recently  endeavored  to  obtain  authority  from  the  Interstate  Qommerce 
Commission  to  put  into  operation  ail-round  increases  on  rates  from  the 
Atlantic  seaboard  to  the  Western  States,  but  were  refused  thajt  authority. 
The  chief  fredght  officials  of  the  railway  systems  in  this  country  are 
figuring  on  getting  the  same  result  'by  a  strategic  flank  movement,  instead 
of  by  a  direct  frontal  assault,  like  the  one  which  failed  in  the  United 
States. 


IS 


(  OAL  KATKH  !^OKTH  AXD  M>ITH  OP  TBC  LIHI 

Shunluir  ilo««   Ihr  ('.r.lt  (Soo  Mar)   r«fTir»  Coal  ■■4er  llN»  fltan  mmi 

Strlpr«  for  #1J»0  prr  ton,  bnl  C'liarfrt  |S^  per  Iob  (or  ('•aI  U««le4  •• 

Wrvtrrn  (  anadUn  Soil     ^or  4—u  Um  CMMidUiB  ^ortlirni  l.af  Bchted  Is 

\hv  HmpmrUy  of  lU  Cterftt  f«r  ('•rrjlBfc  C'oaI 

In  th«  cotuiNirlsont  made  farther  ou  In  this  artlcU  b«tw«en  Ui«  ooaI 
rates  north  and  south  of  the  International  boundary,  the  sUUons  Mlsetsd 
are  those  which  come  nearest  to  giving  mileages  of  100.  200.  SOO.  400,  SOO 
and  600  miles,  respectively,  from  coal  shipping  points.  It  should  bs  ei- 
plained.  In  the  case  of  hauls  entirely  within  North  Dakou.  that  (he  Rail- 
way Commission  of  that  SUte  ordered  rates  lower  than  the  laUr-SUts 
rates,  the  comparison  being  as  follows:  — 

North  Dakota  PrsvlotM  lour- 

100  miles 
SOO  miles 
SOO  miles 

400  miles  

500  miles 

The  railways  appealed  against  these  rates  but  the  Supreme  Court  decidsd 
against  them,  upholding  the  Nortli  Dakou  Railway  Commiaoloo. 

The  following  are  the  comparisons  of  the  coal  rates  now  In  operatloa 
north  and  south  of  the  boundary,  from  coal  shipping  points  to 
selected  as  explained  in  the  foregoing  paragraph: 

Prom 
Strathcona  to  Red  Deer,  AlU. 
Edmonton  to  Innlsfree.  Alta. 

Estevan.  to  MeliU.  Man 

Wllliston.  N.D..  to  Berchcrtd.  N.l) 

Edmonton  to  Waseca.  Bask.  

Straftbcona   to  Calgary   .....^^ ^. 

Estevan  to  Chaplin.  Saak.  ... 
Wllliston  to  Knox.  N.D.  


rate. 

State  rata. 

$0.61 

$O.SS 

SOJS 

$1JS 

ll.lf 

$1.71 

$1.44 

$1.M 

$1.69 

UlS 

Bdmonton  to  Radlsson.  Sask. 
Strathcona  to  Casslls.  Alta. 
Bitevan  to  Carmlchael.  Sask. 
Wllliston  to  Shswnee.  N.D. 
Wilton.  N.D..  to  Barrett.  Minn 


Par  tos 

Railway. 

Miles. 

(2.000  Ite.) 

C.P.R. 

»7 

$LOS 

C.N.R. 

•f 

1.00 

C.P.R- 

ts 

1.00 

G.N.R. 

H 

.61 

C.N.R. 

IM 
192 

$2J0 

..    C.P.R, 

2J0 

C.P.R. 

in 

2.00 

O.N.R- 

197 

J6 

CX.R. 

sis 

9S.60 

C.P.R, 

297 

S4S 

C.PR- 

SOO 

L» 

O.N.R. 

SOO 

1.19 

''  «»M  <Soo)Sf4 

I.SO 
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From  Railway     Miles  Per  ton 

Edmonton  to  Carroel,  Sask.  c  N  K          :i:t2  $:mo 

ESstevan  to  Insinger.  Sask C.r.U.          3yr>  3.0u 

Wllllston  to  Kindred,  N.D O.N.R.          399  1.41 

Wilton  to  Annandale,  Minn.  C  P.R.(Soo)396  1.50 

Edmonton  to  Rama,  Saak ^ C.N.R.          499  $3.70 

Estevan  to  Plunkett.  Saik.  .-..^.^^....  C.P.R.          604  3.45 

Wllllston  to  Cayuga,  N.D O.N.R.          507  2.20 

Kenmare,  N.D.,  to  Buffalo,  Minn C.P.R. (Soo) 482  1.75 

Edmonton  to  Kamsack,  Sask.  c  N  K  r.4!<  $3.80 

Stralhcona  to  Hertiert,  Sask.  C.F.K.  548  3.86 

Bstevan   to  Cheviot,   Sask C.P.R.  545  3.60 

Wllllston  to  Aberdeen,  S.D.  ^ G.N.R.  577  2.40 

Lehigh  to  Pembina,  N.D «  N.P.R.  521  -2.25 

On  July  13  last  the  Canadian  Northern  issued  a  revised  and  amended 
coal  tariff,  which  made  many  increases,  and  a  few  reductions,  on  the 
rates  previously  in  operation.  For  instance,  in  the  above  table,  the  first 
rate  quoted,  $1.60,  was  $1.40  previous  to  July  10  last.  Edmonton  to 
Waseca,  now  $2.20,  was  $2.10.  Edmonton  to  Radisson,  on  the  other  hand, 
now  $2.60,  was  $2.80.  The  changes  made  by  the  present  Canadian  North- 
ern coal  tariff,  issued  on  the  date  which  has  just  been  mentioned,  may 
be  summarized  as  follows:  Reductions,  lOc  in  50  mile  haul,  20c.  in  300 
mile  haul,  and  10c.  in  350,  400  and  450~mile  hauls;  increases,  20c.  in  100 
mile  haul,  30c.  in  150  mile  haul,  30c.  in  500  mile  haul,  20c.  in  550  mile 
haul,  40c.  in  600  mile  haul,  and  20c.  in  650  mile  haul.  The  explanation  of 
these  changes  are  among  the  freight  mysteries  which,  according  to  the 
freigbt  rate  officials,  the  ordinary  man  is  incapable  of  understanding  and 
te  impious  to  seek  to  inquire  into. 

Fitting  and  proper  comment  on  the  above  shown  contrasts  between 
the  coal  rates  north  and  south  of  the  boundary  can  be  made  by  the  reader 
for  himself.  It  may  be  noted  that  the  C.P.R.  carries  coal  in  the  United 
States  for  $1.50  per  ton  for  a  396  mile  haul,  while  it  charges  $3.05  per  ton 
for  hauling  it  395  miles  in  Western  Canada.  It  is  to  be  noted  further  in 
connection  with  that  $1.50  rate  from  Wilton  to  Annandale  that  it  is  not 
a  rate  under  the  jurisdiction  of  the  North  Dakota  Railway  Commission, 
the  haul  being  an  inter-State  one.  It  is  a  rate  made  by  the  railway,  not 
by  any  Railway  Commission;  and  the  same  Is  to  be  said  of  the  Wilton  to 
Barret  rate,  the  Kenmare  to  Buffalo  rate  and  the  Wllllston  to  Aberdeen 
rate.  On  the  482  mile  haul  under  the  Stars  and  Stripes,  the  Canadian 
Paciilc  Railway,  it  will  be  noted,  charges  $1.75,  while  on  the  504  mile 
liaul  in  Saskatchewan  (these  two,  to  Buffalo,  Minn.,  and  to  Plunkett, 
Sask.,  respectively,  being  the  nearest  stations  to  the  500  mileage)  It 
patriotically  charges  $3.45,  the  Canadian  Northern,  on  the  corresponding 
499  mile  haul  to  Rama,  Sask.,  still  more  patriotically  extorting  $3.70. 
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HOW  THE  RAILWAYS  TAX  PSAIUI  TSBB-PLABITlSrO 


C^apartoeat  •!  Um  Prtlfkt  lalM  •■  Jimrmn  Mack  tm4  Hkrmhk^n  frMi 
Part  Arikmr  mmi  Part  WBHm  ta  Palatt  to  WattMH  Caaa4a,  wlili  tHa 

ifm  9L  PmI  ar  Htoittpilto  ar  from  Datotl^  to  Potott  at  Carv*. 

■fasitef  WHaigaa  fa  Mteaatata,  ?(ortli  DakaU  aa4  Maataaa 


It  li  luraly  not  oecaMary  to  dwall  at  leogtli  on  the  Importaaca  of  traa> 
pUurtlnf  on  4lia  prairtea.  Jt  U  a  thing  oT  flM  foraoKiat  tmportaaca  to  tba 
dovtloproont  of  tbU  country.  Ita  Importaneo  bai  t>aaa  plaeod  airlklacly 
bofore  public  attention  In  connection  with  the  preaching  of  the  goapol  of 
consenratlon  of  natural  retourcea.  What  treat  mean  in  thin  oouatry  to 
the  people  who  are  developing  the  retourcat  of  tha  •oU,  and  to  lira  tcoek. 
does  not  require  to  be  let  forth  here.  Everybody  la  aware  of  tha  Innport* 
anc«  of  tree- planting  around  tho  homei  on  the  tea-Ilka  expantea  of  fartOa 
aoU  In  Western  Canada  as  windbreaks,  as  groves  to  yield  shade,  as  wood 
lots,  as  conservers  o(  inniwinr.*  I^t  us  see  how  the  rmllwav  comnanii** 
encourage  tree-planting. 

The  following  are  the  rales  ou  nursery  stock  and  thruiHiiry  irorn  ron 
Arthur  and  from  Winnipeg,  on  the  C.P.R..  and  from  St.  Paul  (which  means 
Minneapolis  also),  or  Duluth.  on  the  Great  Northern,  for  correapondiag 
mileages,  on  carload  lots  of  16.000  lbs.  actual  weight: 

From  Mllet.  Charge. 

8L  Paul  to  Albany.  Minn »7      ISO.SO 

Winnipeg  to  Melbourne.  Man  99        S8.00      82  par  ceaL  highar 

St.  Paul  to  Menahga.  Minn 197        S6.60 

Winnipeg  to  Elkhorn 198.      54.00    111  per  cant  hlghar 

St  Paul  to  Crookston.  Minn.  800        88.00 

Winnipeg  to  WoUeley,  Sask.  896        76.00    120  per  oent  higher 

St  Paul  to  Neche.  N\D 401        40.00 

Winnipeg  to  Moose  Jaw,  Sask. 400       90.00    18S  par  eaat  higher 

St  Paul  to  Norwich.  N.D.  .  499        58.80 

Winnipeg  to  Waldeck.  Sask  .    499      104.00    100  per  cant  higher 

8t  Paul  to  Temple.  N.D.  601        5180 

Wlnnlpag  to  Maple  Creak.'  8aak. S9S      118.00    188  par  caat  highar 

St.  Paul  to  Glasgow.  Mont  791        58.80 

Port  Arthur  to  Penae.  Sask. 798      158.00    188  ptr  caat  hlglMr 

8t  Paul  to  Harlam.  Mont  ..  901        59.20 

Port  Arthur.  Morse.  Sask  ^07       172.00     190  paroeotUgaar 
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Frotn  MIIeH.    Charge. 

St.  Paul  to  Cascade.  Mout l.O^r.        68.80 

Port  Arthur  to  Bowell.  Alta.  1.0%      200.00     190  per  cent,  higher 

8t  Paul  to  Kallspel.  Mont 1,207        7r..20 

Port  Arthur  to  Cluny,  Alta 1.197      208.00    178  per  ceat.  higher 

8t  Paul  to  Warland,  Mont,  1.204        S4.80 

Port  Arthur  to  Penhold.  Alta  1,296      222.00     162  per  cent,  higher 

St.  Paul  to  Sand  Point.  Idaho  ^^.-,....1.400      108.80 

Port  Arthur  to  Jerome,  Alta 1.397      256.00     136  per  cent,  higher 

The  above  are  the  carload  rates,  the  stations  chosen  in  each  com- 
parison being  the  ones  closest  to  showing  100.  200,  300.  400,  500.  600.  800, 
900,  1,100.  1,200.  1,300  and  1.400  mileages.  The  comparisons  are  repre- 
sentative. It  will  be  noticed  that  the  rates  from  St.  Paul  to  Norwich, 
N.D.,  to  Temple.  N.D.  and  to  Glasgow.  Mont.,  are  identical;  this  is  because 
of  a  ruling  of  the  Interstate  Commerce  Coinmission  fixing  certain  maxi- 
mum rates  which  must  not  be  exceedei  within  certain  defined  territory. 

On  less  than  carload  lots  of  trees  and  8hru.bbery,  in  boxes,  the  com- 
parison of  rates  nortii  and  south  of  the  boundary  is  no  less  striking.  Of 
course,  much  of  this  business  in  this  country  is  done  by  express;  and  the 
express  rates  are  more  grossly  unjustifiable  than  the  freight  rates.  That, 
however,  is  another  story.  The  following  are  the  rates  on  less  than  car- 
load lots  of  nursery  stock  and  shrubbery,  in  boxes: 

Rate  per  100  lbs. 

From  Miles.  Charge. 

St.  Paul  to  Albany,  Minn 97  9Jc 

Winnipeg  to  Melbourne 99  28c      200  per  cent,  higher 

St  Paul  to  CrookstoD,  Minn.  300        20c 

Winnipeg  to  Wolseley,  Sask.  2nf;        .')7c       185  per  cent,  higher 

St.  Paul  to  Neche,  N.D ........     4U1         24c 

Winnipeg  to  Moose  .Taw  400        67c       179  per  cent,  higher 

St  Paul  to  Glasgow,  Mont  Tin         58c 

Port  Arthur  to  Pense,  Sask.  798      $1.19      102  per  cent  higher 

St.  Paul  to  Harlem,  Mont 901         65c 

Port  Arthur  to  Morse,  Sask 897     11.28       108  per  cent  higher 

The  above  figures  testify  with  eloquence  greater  than  any  eloquence 
of  mere  words  to  the  manner  in  which  tree-planting  in  Western  Canada 
Is  generously  encouraged  by  the  railways.  The  Canadian  Northern  rates, 
it  is  not  necessary  to  say.  correspond  with  those  of  the  C.P.R. 


It 

A  COXTBAHTOK  UATf^ 

The  Krriirlit  (  harirr*  on  a  i'mrltUi  HhlpMrsl  c|  iKrirultural   i  ni*, 

Vrhlrlm  «nd  Othrr  Artlrlm  froa  WlBBlp^ff  !•,  for  KxAMplr,   \  .jiiv« 

h  |i:.lA'»     From  SI.  I'ahI  to  NmIm,  HJ)^  »•■«»  TarlM^,  Ha»r  UUUarr, 

Nothlog  to  of  mor»  frequenc  occurreoc*  liere  In  Wlanlptf  ihma  for  a 
dealer  from  tome  point  In  the  Weat,  havlug  purchased  Implemeota  from  a 
wbolMralt-  boufe.  to  purchase  also  vehicles  the  whole  lot  of  ImplaoMits 
and  vi'hiclei  being  less  (ban  a  carload,  and  then  to  go  to  a  irhnlwslt 
hardware*  bouse  to  make  some  purchases.  Dealers  In  towns  In  Uis  W«M 
do  not  buy  Impletnents.  or  vehicles  Ju  carload  lots;  such  towns  dot  the 
map  of  this  country,  and  new  towns  are  conatautly  springing  up.  Pre- 
vious to  July  10.  1910.  for  a  short  period  only,  the  (*anadlan  Paclfle 
Railway  and  the  Canadian  Northern  allowed  Implements  sad 
vfltilcles  to  be  shipped  In  mixed  carloada.  as  Is  allowed  hf 
the  railways  In  the  adjoining  States,  which  also  allow,  on  an  addttlooal 
payment  of  $5.  a  stop  In  transit  for  partial  unloading,  or  for  coaplsUas 
loading  of  the  car.  Since  July  ^0.  1910.  the  railways  in  this  couatry 
IniilMt  on  ImplrmenCs  being  shipped  In  straight  carload  lots,  or.  If  In  leas 
quantities,  at  the  leas  than  carload  rate,  which  Is.  of  course,  materially 
higher  than  the  carload  rate.    The  same  way  with  vehicles. 

1..<K  us  take  a  typical  case.  A  dealer  in  Moose  Jaw  comes  to  WInnipss 
and  buys  Implements — lot  us  say.  to  reduce  his  purchases  to  freight  terms. 
16.000  lbs.  He  buys  also  buggies — say,  seven,  which  weigh,  crsted.  S.OtO 
lbs.  Next  he  buys  a  gasoliue  engine,  weight  1.000  lbs.  Of  hose,  belling 
and  canvas  covers,  let  us  say  he  buys  1.000  lbs.,  a  like  weight  of  panpa 
and  boiler  tubes,  and  twice  tliat  weight  of  Iron  pipe  and  Are  brick.  This 
to  by  no  means  an  Imaginary  shipment  It  will  serve  better  than  much 
explanation  in  general  terms,  to  ahow  how  the  rates  north  and  sooth  of 
the  line  compare. 

But  to  return  to  our  dealer,  who  has  been  buying  ImplsmesCs  sad 
vehicles  from  a  wholesale  house  In  Winnipeg.  He  goes  next  to  s  whole> 
sale  hardware  house*,  and  makea  purchases  there.  It  constantly  happaas 
that  auch  dealers  try  to  got  their  stuif  sent  along  In  one  car  at  a  carload 
rate.  But  the  railways  will  not  allow  It.  The  railways  have  devised  a 
way  of  making  tlut  tralfic  yield  a  heavier  revenue— which,  of  course,  the 
fanner  who  Is  the  ultimate  purchaser  pays,  not  the  wholesaler  or  the 
reUiler.  The  farmer  pays  the  feight;  and  the  railways  see  to  It  that  he 
pays  all  that  the  traffic  will  bear. 

Here  to  the  freight  bill  which  that  dealer  has  to  pay  to  get  hto  staff 
hauled  from  Winnipeg  to  Moose  Jsw: 

Implements.  16.0U0  lbs.  (20.000  lbs.  minimum,  at  Sdc  per  100  lbs  >       |71tt 
Bugglea.  S.OOO  Rw..  at  |1.48|  per  100  lbs.  44.U 
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Uasoliue  engine,  1.000  Ibr.  at  99c  per  100  lbs.  9.90 

Hose,  belting,  canvas  covers.  1.000  lbs.,  at  i<Zc.  per  100  lbs ^ 8.30 

I*umps,  boiler  tubes.  1.000  lbs.,  at  67c  per  100  lbs 6.70 

Iron  pipe,  fire  briclc.  2.000  lbs.,  at  51c  per  100  lbs 10.20 


Total.  24.000  lbs  $151.65 

If  tliat  Moose  Jaw  dealer  bad  bis  place  of  business  in  Neche.  N.D.,  in- 
stead, and  went  to  St  Paul  and  purchased  a  precisely  similar  lot  of  atuff, 
his  freight  bill  on  that  carload  from  St.  Paul  to  Xeche — a  distance  of  401 
miles,  which  is  one  mile  more  ^than  the  distance  of  Moose  Jaw  from  Win- 
nipeg— would  be  $74.80.  There  would  be  a  uniform  rate  of  32c  per  100 
lbs.  That  is  to  say,  it  would  be  less  than  half  what  he  would  have  to  pay 
the  C.P.R.  for  hauling  that  carload  the  same  distance  westward  froiu 
Winnipeg,  or  than  what  he  would  have  to  pay  the  Cani^dlan  Northern  for 
hauling  it  from  this  city  to  Watson.  Sask.,  a  like  mileage  from  this  city. 
(The  queer  $1.48 J  rate  is  due  to  the  fact  that  crated  buggies  are  charged 
once-and-a-half  the  1st  Class  "I.e.!"  rate,  which  is  99c  per  100  lbs.  to 
Moose  Jaw.     This  explanation  is  inserted  here  to  prevent  puzzlement.) 

Thr  Burden  Laid  on  the  Farmers 

This  is  a  sample  of  how  the  farmer  in  Western  Canada  is  compelled  to 
pay  a  heavy  tribute  to  tlje  railway  companies,  in  comparison  with  the 
freight  rates  which  the  farmer  across  the  boundary  pays.  In  this  country 
Implements,  including  farm  wagons,  are  6th  Class  freight,  with  a  mini- 
mum carload  weight  of  20,000  lbs.,  and  vehicles — that  is,  buggies, 
carriages,  cutters,  etc. — are  4th  Class,  with  a  minimum  carload  weight  of 
14.000  lbs.  (A  carload  of  buggies,  namely  28,  crated,  weighs  only  12,600 
lbs.,  by  the  way,  and  a  carload  of  cutters  only  6,000  lbs.  But  the  freight 
in  both  cases  is  figured  on  above-mentioned  minimum  weight.  14.000  lbs.) 
Mixed  carloads  at  carload  rates,  it  may  be  again  repeated,  are  not  allowed. 
In  the  above  described  shipment,  the  implements  go  at  the  carload  rate, 
calculated  at  the  20,000  lbs.  minimum  (though  there  are  only  16,000  lbs. 
of  them) ;  and  all  the  other  freight  in  the  car  goes  at  the  various  "l.c.l." 
(less  than  carload)  rates,  as  shown  in  the  statement,  ranging  as  high  as 
|1.48i  per  100  lbs. 

Across  the  line,  on  the  contrary,  the  Great  Northern,  the  Northern 
Pacific  and  the  Soo  Line  (which  is  the  C.  P.  R.),  class  implements 
and  vehicles  together,  and  allow  at  the  carload  rate,  mixed  cars 
of  not  Implements  and  vehicles  alone,  but  also  of  gasoline  engines,  pumps, 
pipe,  pipe  connections,  canvas  covers,  hoisting  jacks,  boiler  tubes,  fire 
brick,  bose  and  belting.  With  the  artop  in  transit  priv41ege  for  an  extra 
charge  of  $5^do  such  thing  being  allowed  on  this  side — the  wholesalers 
across  the  line  can  so  adjust  their  shipments  as  to  fill  the  orders  of  their 
customers  and  make  the  freigbt  the  farmer  has  to  pay  lighter  by  a  great 
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deal  than  Ui*  frtlchi  whleh  t^  raJlwart  In  ihU  eouatry  •utrmu  frooi  tht 
farmer.  Mixed  iblpmenu  of  Implecneiita  and  ir«|ilcle«  caanot  ba  matfa 
In  thia  country,  even  If  the  whole  gblproent  la  paid  for  at  t^  klgkar  rata, 
Tbla  worka  out  expenilvely  for  all  the  amaller  towna.  vliara  daalara  ea»- 
not  handle  carload  lots  of  vehicles  and  carload  lou  of  laplamaau:  It 
furulahea  a  glarlnc  example  of  the  appUoatlon  of  the  priaetpto  oC  "all  that 
the  traffic  will  bear." 

(  omparitoBi  ea  a  Carload  of  ImpleMCBta 

In  the  followinc  comparlioni  a  atralffht  carload  of  implamanta  la  lakaa 
In  each  caae  aa  aUrtinc  from  Winnipeg,  part  of  the  car  balac  daattead  for 
one  point,  and  the  remainder  for  another  point;  a  oarload  la  alao  takaa 
aa  aUrtluff  from  St.  Paul,  or  Minneapolis,  for  a  point  of  eorraapoadlag 
mileage  with  the  farther  point  the  Winnipeg  car  la  beaded  for.  the  8t. 
Paul  car  having,  at  a  charge  of  |6  extra,  the  right  of  being  partly  onloadad 
at  a  iMiInt  on  th«*  wnv- 

Mllea.        Rata. 
Winnipeg  to  Rathwell  .  70  9UM 

Rathwell   to  Souria  .  gl  S4.0t 


ISI  |6t.M 

St.  Paul  to  Eagle  Band.  Minn.  166         9UM 

Exira  for  atop  In  tranalt  ..  6.M 


I40.M 


The  rate  from  Winnipeg  la  46  par  caoL  highar. 

Winnipeg  to  Manltou ', IM         ISIM 

.Manltou  to  Medora  110  UM 


fM.00 

St.  Paul  to  Barneavllle.  MInu.  319  fIf.Ot 

Extra  for  atop  In  transit  S.OO 


161.00 


Kate  from  Winnipeg  la  33  1-S  per  cent  higher. 

WInni|i.»K  to  SolsKirUi  180  04100 

Soliigirth  to  Churchbr!dK>  00 


liO  17100 

St.    k'nui    u»  iMiKir.Hi.   .S.D. 249  $6100 

Extra  for  stop  In  tranalt  6.00 


067  00 


Rtte  from  Winnipeg  la  SO  par  east  higher. 


From  Miles  Rate 

Winnipeg  to  Torkton  L'Tl*  $56.00 

Yorkton  to  Dafoe  1  oa  40.00 


8t.  Paul  to  Humboldt,  N.D. 
Extra  for  stop  in  transit 


Rate  from  Winnipeg  48  per  cent,  higher. 

Winnipeg  to  Napinka  185 

Naplnka  to  Alameda 


St  Paul  to  Belle  Plaine,  N.D. 
Kxtra  for  stop  in  transit 


:!S2 

$96.00 

:?s4 

$60.00 

-.00 

$65.00 

185 

$42.00 

.  72 

34.00 

257 

$76.00 

.258 

$56.00 

-  — 

5.00 

$61.00 

302 

$62.00 

66 

34.00 

368 

$96.00 

367 

$60.00 

.  — 

5.00 

Rate  from  Winnipeg  24  per  cent,  higher. 

Winnipeg  to  Killaley  

Killalpy  to  Cupar 


St.  Paul  to  Chatham 

Extra  for  stop  in  transit  ... 

$65.00 
Rate  from  Winnipeg  48  per  cent,  higher. 

This  table  deals  with  only  one  feature  of  the  railway  rates  on  agricul- 
tural implements  in  this  country,  as  contrasted  with  the  rat^  across  the 
line.  In  both  countries,  needless  to  say,  the  farmers  who  buy  the  imple- 
ments are  the  individuals  who  pay  the  freight  rates,  just  as  the  ultimate 
consumers  of  imported  articles  on  which  there  is  customs  taxation  are  the 
individuals  who  pay  the  duty. 

IUte»  on  Building  Mut<rittl 

Immense  quantities  of  building  material  are  used  in  this  country.  The 
rates  on  dimension  stone,  cement  building  blocks,  etc..  in  Mani- 
totw.  as  compared  with  the  rates  in  Minnesota  and  North  Dakota. 
are,  for  distances  of  from  100  to  500  miles,  from  $12  to  $18  per  car 
(40.000  lbs.),  or  from  27  to  55  per  cent,  higher;  while  in  Saskatchewan  the 
rates  run  from  $14  to  as  high  as  $24  per  car,  or  from  36  to  64  per  cent., 
higher  than  the  rates  for  corresponding  mileages  south  of  the  boundary. 


Many  more  iiucb  comfkaHioni  of  tb«  m(««  Dortli  aod  »ouio  nt  m*-  line 
uii  the  materUl  lif  question  lulKht  be  glveB.  SttfllM  It  to  Mjr  tbAt  tiM 
ratM  In  Manitoba  on  drain  and  building  tile  mn  trmn  IM  !• 
I&e— that  la.  from  S2  to  118  per  cent.— bicber  p«r  cnrloatf 
than  the  rates  acroaa  the  line.  In  Baakaubewaa  the  rates  art 
blsher  than  In  Manitoba,  and  run  from  $M  to  |M  per  carload 
tbau  for  correspondinc  mileages  over  the  boundary,  where  the  ^f»^4las 
Pacific  Railway,  on  the  800  Line  of  lu  great  International  system*  has 
like  rates,  of  course,  with  the  Great  Northern  and  .N'oriheni  PacUk.  That 
Is  to  say.  the  C.P.R.  charges,  for  example.  $32  for  carrying  a  carload  of 
building  tile,  or  drain  tile,  or  Are  brick,  two  hundred  miles  In  thr  I'nlted 
States,  while  It  charges  $64,  or  twice  ss  much,  for  carrying  an  eiactlf 
similar  carload  two  hundred  miles  in  Manitoba. 

The  rates  on  building  tile,  drain  tile.  Are  brick  and  Are  clay  ars  still 
higher,  and  may  In  this  article  be  looke«!  Into  a  little  more  closely.  The 
following  are  refjresentatlve  comparlsomi:  — 

From 
St.  Paiil  to  Grand  Porks.  N.I) 
Winnipeg  to  Indian  Head  

St.  Paul  to  St.  Hllalre.  Minn. 
Winnipeg  to  McLean.  Sask. 

Duluth  to  York.  N.D 

Winnipeg  to  Mortl.ich.  Sask. 

Duluth  to  Roth.  N.D 

Port  Arthur  to  Bagot.  Alan. 

Winnipeg  to  Rush  I^ke.  Sask. 

St.  Paul  to  Surrey.  N.D. 
Winnipeg  to  SwIM  Current 
Duluth  to  Kenaston.  N.D. 
Winnipeg  to  Carmichael.  Sask. 
Port  Arthur  to  Brandon 

Duhith  to  I^irson.  N.D. 
Winnipeg  to  Maple  Creek.  Sask. 
Port  Arthur  to  Routledge.  Man. 

Duluth  to  Mondak.  Mont 

Winnipeg  to  Coleridge.  AlU 

Port  Arthur  to  Red  Jacket.  Sask. 

Kateh  on  Oreals  and  Cereal  PredoclM 

The  following  table  of  comparisons  between  the  rates  oa  cereals  aad 
cereal  products,  uncooked.  In  carload  lou.  north  and  south  of  the  ho«i4- 


Rate 

Miles. 

per  100  Iba. 

321 

lie. 

315 

19c 

340 

lie 

334 

19c 

423 

ISc 

424 

2Sc 

498 

ISc 

494 

25c 

490 

24c 

50< 

13c 

510 

tSc 

555 

15c 

554 

re 

557 

He 

59€ 

l&e. 

59« 

2«c 

597 

29c 

649 

17c 

652 

30c 

650 

34c 
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aiy,  lo  addition  to  illutiraiing  how  the  rates  -In  this  country  are  higher 
than  the  rales  In  the  States  across  the  line,  furnish  also  a  couple  of  oases 
of  those  absolutely  unexplainable  and  unjustifiable  discrepancies  between 
mileages  and  freight  rates  on  the  one  Une  of  railway,  which  are  of  not  at 
all  Infrequent  occurrence: 

Rate  per 
Prom  Miles.    100  lbs. 

Duluth  to  Grand  Forks.  N.D 298        lie. 

Port  Arthur  to  Kenora 297        20c. 


Duluth  to  Tolna,  N.D 422 

Port  Arthur  to  Winnipeg  424 

Duluth  to  Ban-try.  N.D 476 

Pt.  Arthur  to  Portage  la  Prairie  479 

Duluth  to  Stanley.  N.D 558 

Port  Arthur  to  Brandon  557 

Duluth  to  Stanley,  N.D 558 

Port  Arthur  to  Minnedosa 558 

Duluth  to  Tioga,  N.D 595 

Port  Arthur  to  Hartney 590 


Duluth  to  Tioga,  N.D 595 

Port  Arthur  to  Oak  Lake,  Man.  589 

St  Paul  to  Milk  River,  Moat 775 

Port  Arthur  to  Regina  781 

St  Paul  to  Hinsdale,  Mont 830 

Port  Arthur  to  Moose  Jaw 823 


13c. 
20c. 

15c. 
21c. 

16ic. 
22c. 

16ic. 
30c. 

I7ic. 
22c. 

17ic. 
31c. 

23c. 


$36.00  more  per  car. 


$28.00  more  per  car. 


124.00  more  per  car. 


$22.00  more  per  car. 


$54.00  more  per  car. 


$18.00  more  per  car. 


$54.00  more  per  car. 


33Jc.  $42.00  more  per  car. 

25c. 

33ic.  $34.00  more  per  car. 

In  glancing  down  these  figures,  it  will  not  escape  notice  that  the  sta- 
tions of  Stanley  and  Tioga  in  North  Dakota,  appear  twice.  The  two  ap- 
pearances of  the  former  are  in  conjunction  with  Brandon  and  Minnedosa 
respectively,  and  the  two  appearances  of  the  latter  In  connection  with 
Hartney  and  Oak  Lake  respectively.  These  are  the  cases  of  unexplainable 
discrepancies  between  mileages  and  freigM  rates  on  the  one  line  of  rail- 
way above  referred  to.  Why  should  the  C.P.R.  charge  8c.  per  100  lbs.,  or 
$32.00  per  car,  more  for  hauling  a  carload  the  558  miles  from  Port  Arthur 
to  Minnedosa  than  It  charges  for  hauling  it  the  557  miles  from  Port  Arthur 
to  Brandon?  And  why  should  the  C.P.R.  charge  9c.  per  100  lbs.,  or  $36.00 
per  car,  more  for  hauling  a  carload  the  589  mdles  from  Port  Arthur  to  Oak 
Lake  than  It  charges  for  hauling  it  the  590  miles  from  Port  Arthur  to 
Hartney?  It  is  in  the  presence  of  such  mysteries  as  these  that  the  average 
citizen  realizes  what  the  meaning  of  the  high  traffic  officials  of  the  rail- 
way companies  Is  when  they  inform  him  that  freight  rates  are  matters  too 
deep.  Intricate  and  abstruse  for  him  to  hope  to  understand,  and  that  all  it 
Is  necessary  for  him  to  give  his  attention  to  is  the  paying  of  the  freight. 
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KATES  OK  CA^i^iED  VUVm  AKB  TBOETABLEft 

lonlraiitii  1I«>Iii»«b  tkr  ('kanr^t  L«vle4  la  ikU  Oaalry  mmi  tk»  Ckmnt9^ 
OB  LIkv  SlUiiMeBti  for  C*errr«|MB4lBV  Mnwgm  BmIIi  •!  llM  Wwiihyf 

Tbe  foUoiriog  arv  the  frelgbt  ratea  on  carloads,  atralsht  or  vlsad.  of 
eanned  goods,  or  fruits,  vegeublaa,  ate.*  In  glaoa  or  tn  siooa  Jars,  bosad 
or  cratad,  from  St.  Paul,  and  from  Wtonlpac  to  polnu  at  oomspoadlag 
mUeagaa  on  tha  Great  Northern  and  on  tha  CJ'.R.,  or  at  mllaigM  an 
nearly  corraapondlng  as  are  to  be  found  la  tlM  dlaUoea  Uiblea.  TlMra  to 
alao  sbown,  4n  connection  wlib  eacb  compartoon.  tba  axeaaa  of  tha  Cralght 
rate  In  tbis  country  over  the  rate  on  the  other  side  of  the  loiaraatlonal 

buundttr\  Difci»«» 

MslM  100 »».       tmrUmS. 

Si.   I'aii  7«  €Mc 

WInnlpo:         N!  78  IflUle  UU§ 

8t  Paul  to  Sauk  Centre.  Minn.  118  lOJIc 

Wlnn4peg  to  Sewell.  Man. IIS  tUe  lM.7t 

8l  Paul  to  Pergus  Falls.  Minn. 188  16.&c 

Winnipeg  to  Hargrave,  Mmn.. 189  tIM  HUB 

St.  Paul  to  Hrcckenrldge.  Minn.  ...„ 214  17.6c 

Winnipeg  to  Fleming.  Saak.  ^    812  f8Lte  UIM 

St  Paul  to  Moorhead.  Minn 242  18.7c 

Winnipeg  to  Wapella.  Sask 226  StJc  UIM 

St.  Paul  to  Crookston.  Minn.  300  20Jc 

Winnipeg  to  Wolseley.  Sask.  296  MLte  HiM 

St  Paul  to  Tblef  River  Falls.  Minn.  347  21.4c 

Winnipeg  to  Balgonle.  Saalt. 343  4L6e  676lM 

St  Paul  to  Baat  Grand  Forka.  Minn.  .  322  21.4c 

Winnipeg  to  IndUn  Head.  Saak.  316  IMe 

St.  Paul  to  MInot,  N.D 512  40.0c 

Winnii>eg  to  Sw4ft  Current.  Saak.  510  MJe 

St  Paul  to  Wllllaton.  N.I>  614  S&Oe 

Winnipeg  to  Irvine.  Alta 626  ttJe 

Of  the  MinneaoU  and  North  Dakota  atationa  ahown  In  the  above  labia. 
two— namely.  Tblef  River  Falla.  Minn.,  and  Minot  N.D.-^ara  sanrad  by 
the  Soo  Line  of  the  C.P.R..  aa  well  aa  by  the  Great  Northern  at  Maattoal 
ratea.  of  course.  Acroaa  the  boundary,  aa  In  thia  country,  the  whole 
f^elgbt  rates  structure,  like  a  aplder's  web.  Is  delicately  Interworatt. 
Theae  comparisons  between  tbe  railway  ratea  in  thla  country  mad  tha 
railway  ratea  in  the  adjoining  SUtea  are  b€6ng  spread  before  tho  pnblle 
In  order  to  Increase  the  general  enlightenment  In  regard  to,  and  to 
atlmulate  thought  upon,  thla  whole  matter  of  railway  ratea,  which  to 
simply  one  branch  of  the  great  subject  of  public  taxation.  Not  tha 
facturer.  or  the  wholeaaler.  or  the  reuUer.  bat  the 
pays  the  freight  rate. 


THK  PIPE  RATE8 

Contracts  Hct^Mcii  tiir  Kifriirps  North  and  South  of  th<>  Htmiidary,  Incliid- 

iif  Some  Strikiiifr  Kxuiiiplcs  of  the   Tu/zlrs  not  to  say   MyHtcrics,  that 

Abound  In  Fn*lght  KatoM 

Below  are  a  few  representative  compariaone  of  the  rates  north  and 
•outh  of  the  line  on  pipe,  iron  or  ateel.  cast,  wrougrht.  welded  or  seamless, 
coupUni^.  connections,  flttings.  valves,  in  carload  lots.  The  Great  North- 
ern figures.  It  must  be  explained,  are  for  all  sizes  of  pipe;  the  C.P.R. 
figures  are  doul)1e.  the  first  being  for  all  wrought  pipe,  irrespective  of 
■lie.  and  for  cast  pipe  under  4  inches,  and  the  second  for  cast  pipe  4 
Incbea  and  over: 

Prom.  Rate  per  100  lbs. 

St.  Paul  to  Albany,  Minn  10c 

Winnipeg  to  Melbourne,  Man 19c  and  13c 

SU  Paul  to  Menahga  17c 

Winnipeg  to  Elkhorn  ...  27c  and  16c 

St.  Paul  to  Crookston  21c 

Winnipeg  to  Wolseley  38c  and  22c 

St.  Paul  to  Neche  25c 

Winnipeg  to  Moose  Jaw  45r  and  27r 

St.  Paul  to  Norwich  40( 

Winnipeg  to  Waldeck   .  52c  and  31c 

St.   Paul   to  Temple  47c 

Winndpeg  to  Maple  Creek  59c  and  34c 

These  comparisons,  like  all  the  comparisons  in  these  articles,  are,  it 
may  be  here  repeated,  representative  comparisons.  If  other  stations  at 
corresponding  distance  from  St.  Paul  and  from  Winnipeg  respectively 
had  been  chosen  for  the  above  list,  the  results  would  be  to  the  same  effect. 
The  special  C.P.R.  rate  for  cast  pipe  4  inches  and  over  deserves  a  few 
words.  It  was  introduced  only  recently,  and  is  one  of  the  many  niys- 
teiiotis  oddities  in  freight  rates,  which  are  beyond  the  comprehension  of 
the  ordinary  wayfaring  man.  If  the  rate  on  cast  pipe  had  been  made 
higher  than  the  rate  on  wrought  pipe,  instead  of  lower,  shippers  would 
have  had  to  admit  that  such  a  distdnction  was  quite  reasonable.  Cast 
pipe  comes  In  smaller  pieces  than  wrought  pipe,  and  therefore  calls  for 
more  handling;  and  cast  pipe  is  somewhat  easily  broken,  which  wrought 
pipe  Is  not — for  Instance,  in  one  carload  containing  between  six  and  seven 
hundred  pieces,  no  less  than  218  pieces  were  found  to  be  broken  when  the 
car  reached  Winnipeg.  That  "there  Is  a  reason"  for  the  specially  low 
rate  Is,  of  course,  evident  from  the  fact  that  there  Is  such  a  rate. 
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(  IIAKIJKM  0\  LV.HS  THAU  IM  LM. 

Mow  Ihr  ••Small*'*  Kate*  oa  Frelirlil  SlilpairaU  IM0  tk«i  a  Naa4r«^«i»(fffct 

from    Wlnnlprv  to   I'olat*   la   IhU  fonatry   raai»af>   "Hii  tlM>  •nimalK*' 

Halm   from  Ht.   Paal  over  C'orr»«p«B4laf  Milracro 

It  !■  the  practlci*  of  railway  coropanlea  to  flx  a  minimum  fralgkt 
cbarKC  which  It  known  aa  tbo  **anialla"  rate  The  "■malla"  raio  froai 
Wlni:lpe«  on  (ho  C.P.R.  la  the  rate  for  100  Iba.  of  flrat  claaa  freifbt.  no 
eharfe  to  be  l«at  than  36  centa.  cartage  not  Included.  The  "emalla**  rate 
from  8t.  Paul  on  <he  Great  Northern  la  the  rate  for  100  Iba.  of  third  claaa 
freight,  no  charge  to  be  leaa  than  26  centa.  The  **amalla"  rataa  may  not 
be  considered  a  matter  of  very  great  Importance,  but  It  muat  be  kopt  te 
mind  that  In  (heie  matters  a  small  difference  mounu  up  Into  a  Urg* 
total.  Indeed.  In  the  aggregate  volume  of  the  Items.  The  followlog  coas* 
partsons  show  how  the  "smalls"  rates  work  out.  north  and  aooth  oC  tha 
Internatlontil  boundary.  They  are  the  minimum  freight  chargea  from  8L 
Paul  and  from  Winnipeg  respectively  to  the  atatlons  that  are  cloae«t  to 
being  100.  200.  800.  400.  500  and  600  milea  distant,  on  the  Great  Nortbani 
and  on  the  C.P.R.— the  rates  on  the  Northern  Pacific  and  the  8oo  Llaa 
(which  Is  the  C.P.R. ).  south  of  the  Mne.  correapondlog  with  the  rates  oa 
the  Great  Northern,  aa  the  rates  on  the  rallwaya  north  of  the  lloo  alao 
correapond.  It  must  be  explained  here  that  the  C.P.R.  ratea  fochida  lie. 
for  cartage:  allowing  for  this.  It  will  be  seen  that  the  rates  frooi  Wfai- 
nlpeg  exceed  the  rates  from  St.  Paul  by  from  30  per  cent,  to  76  per  coot: 


From 
8t.  Paul  to  Albany.  Miun 
Winnipeg  to  Melbourne.  Man. 

St.  Paul  to  Menahga,  Minn.  .. 
Winnipeg  to  Elkhorn.  Man. 


St.  Paul  to  Crookaton.  Minn. 
Winnipeg  to  Wolseley.  Saak. 

St.  Paul  to  Neche.  N.D 

Winnipeg  to  Moose  Jaw.  Sask. 

9t.  Paul  to  Norwich.  N.U 
Winnipeg  to  Waldeck.  Saak. 

St.  Paul  to  Temple.  N.D. 
Winnipeg  to  Maple  Creek.  Saak. 
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THE  RAILWAYS'  PROFITS  0>  IIAITIJ>G  WHEAT 

TlM  Figiret  Fmrnlftlied  to  the  (•ovmiment  by  the  r.IMt^  I'nder  Onth,  as 

Beqvlred  hy  Law,  Show  thnt  <>n  a  Whoat  Train  from  Fort  William,  for 

Example,  the  Total  Costs  Are  Within  )|i],7L'L\r><),  While  the  KeuMiue  from 

the  Train   i^   >l.:;-Ni.(io 

It  ia  frequently  said  on  behalf  of  the  railways  in  this  country  that  the 
freight  rates  they  charge  on  grain  do  not  meet  the  cost  of  hauling  the 
grain.  This  assertion  is  made  the  prelude  to  the  plea  that  the  railways 
have  to  make  up  out  of  the  rates  on  general  merchandise  the  deficit  in  the 
traffic  receipts  caused  by  their  losses  on  hauling  ooit  the  grain.  The 
assertion  and  the  plea  are  quite  as  true  and  well-founded  as  not  a  few 
other  assertions  and  pleas  made  on  behalf  of  the  railways  in  this  country. 

Without  stopping  to  consider  the  Immense  bonuses  granted  to  the 
railways  at  the  public  expense  expressly  in  consideration  of  their  charg- 
ing reasonable  rates  for  hauling  out  the  crop,  let  us  consider  the  only 
information  to  which  there  is  public  access,  bearing  on  the  cost  of  rail- 
way operation.  There  is  a  blue  book  published  annually  by  the  Depart- 
ment of  Railways  and  Canals  at  Ottawa,  entitled  "Railway  Statistics  of 
the  Dominion  of  Canada."  The  statistics  in  each  year's  issue  cover  the 
twelve  months  ended  with  the  preceding  June  30.  The  accuracy  of  these 
statistics  is  required  by  law  to  be  sworn  to  by  the  responsible  officials 
of  each  of  the  railway  companies. 

The  Vancouver  Board  of  Trade  has  an  application  before  the  Railway 
Commission,  asking,  among  other  things,  that  the  C.  P.  R.  be  compelled, 
in  making  these  annual  sworn  statements,  to  furnish  the  statistical  in- 
formation not  in  the  lump,  as  at  present,  but  divided  up  so  as  to  show 
the  expenditures  and  revenues  and  traffic  handled,  and  so  forth,  for  each 
division  separately  of  the  C.  P.  R.  system.  The  C.  P.  R.  is  fighting  that 
application  with  might  and  main.  There  are  to  be  further  hearings  by 
the  Commission  in  regard  to  that  application  next  October  or  November 
In  Vancouver.  At  the  first  bearings,  which  were  In  Montreal  in  January 
last,  certain  high  officials  of  the  C.P.R.  were  examined,  and  there  was 
elicited  from  them  with  difficulty  by  counsel  for  the  Vancouver  Board  of 
Trade  some  information  going  to  show  that  the  cost  on  maintenance  and 
operation  in  Manitoba,  Saskatchewan  and  Alberta  is  less  than  for  the 
rest  of  the  system.  This  information,  however,  has  never  come  to  public 
knowledge. 

To  return  now  to  the  grain  rates,  in  regard  to  which  it  will  be  found 
that  the  preceding  paragraph  has  a  bearing.  The  total  operating  ex- 
pensee  of  the  C.P.R.  for  the  year  ended  June  30  last,  as  furnished  to  the 
Government  under  oath  by  the  responsible  officials  in  the  C.P.R.  head 


offices,  were  |67.767.&40.4t.    Yoa  will  flod  tb«M  flfurM  on  PM«  H  of  Um 
iMt  Railway  8U(U(lcs  blue  book. 

On  pejce  loK  of  the  Mine  blue  book  will  be  found  the  tgvres  of  Total 
Revenue  Train  MIleAge**  for  the  C.P.R.--thut  la  to  bmj,  tlio  loUl  BWDbor 
of  mllea  travelled  In  the  XMir  ended  June  SO  laat  by  (ralna  of  all  aorta. 
pasaenfer  and  freight,  on  Hit  CP.R.  that  were  revtaoo-prodiiclag  tralaft. 
That  rolleace  la  given  M  S8J97.M2.  The  accuracy  of  tlma  flgurea.  wa 
muai  not  furgrt.  la  a  worn  to. 

Now  by  dividing  |r»7.7<7^40.4S  by  UjmMt  wa  obtain  tbo  ^^•nw^ 
operating  expenses  per  train  mile.  The  result  of  this  simple  arltJiflMCJeftJ 
operation  Is.  omitting  decimals.  $1.&4.  That  la  to  say.  the  avorag*  opsrat- 
Ing  coat  per  mile  per  train  on  the  CP.R.  during  the  twelve  moaCfea  sadai 
with  June  last  was  $1.54. 

Needless  to  say.  the  cost  of  operating  a  grain  train  here  In  WasCera 
Canada  la  less  than  the  cost  of  operating  an  average  train,  taking  Ika 
whole  CP.R.  syatcm  Into  account  No  apace  need  bo  wasted  la  daaioa- 
at  rating  that  Hut  \ei  us  give  the  CP.R.  the  advantage  of  assanlag  that 
II.K4  Is  the  cost  per  mile  of  operating  a  wheat  train. 

A  Sperlnirn  Whiat  Train 

Let  us  apply  this  figure  to  a  wheat  train  from.  aay.  Reglna  to  Fbrt 
William,  a  dlatance  of  783  miles.  And  let  us  suppose  that  this  train  is 
one  of  forty  cars,  each  of  60.000  lbs.  capacity.  Many  grain  trains  are 
longer  than  that;  more  and  more  powerful  types  of  freight  locomotJva 
are  being  used,  and  each  Is  loaded  up  to  Vlm  capacity  of  hauling.  A  forty- 
car  train  is  a  fair  one  to  take.  The  grain  rate  from  Reglna  to  Fort  Wil- 
liam Is  18c  per  100  lbs. 

We  have  now  before  us  the  materials  for  a  simple  arithmetical  opera- 
tion: 

Forty  cars,  each  loaded  with  60.000  lt>s.  of  grain,  makes  a  total  of 
ir.iUO.OOO  lbs.  of  grain,  or  24.000  times  100  lbs. 

The  rate  being  18c  per  100  lbs.,  we  have  only  to  multiply  S4.000  by  IS  ta 
secure  the  freight  rat*^  fveniio  to  the  CP.R  from  the  train  in  quectton. 
uamely.  I4.S20.00. 

The  operating  cost  of  the  train  being  11.54  per  mile,  and  the  mileage 
from  Reglna  to  Fort  William  being  783.  we  have  only  to  multiply  11. S4  by 
I  S3,  to  get  the  toul  operating  cost  of  the  train,  namely.  11406.81. 

We  come  now  to  the  coats  In  addition  to  the  operatlag  axpaaaa.  la 
"Railroad  Traffic  and  Rates."  by  Johnson  A  Huebner  (Naw  York  aad 
lx>ndon.  D.  Appletou  and  Company.  1911).  w«  find  it  suted.  VoL  I.  pagt 
364:  "About  three-tenths  of  a  railroad  company's  total  erpensas  are 
"capital  costs.  Uses  and  other  fixed  charges,  and  sevaa-taaths  are  opar- 


30 

atlng  and  malDtenance  expanses."    At  tbis  rate,  the  costs  of  the  train  in 
question  In  addition  to  the  operating  cost  would  be  $516.78. 

Assembling  our  Agures^  we  have  the  following: 

Revenue  from  train  ..« $4,320.00 

CoBt  of  Operation  $1,205.82 

Other  CobU  ......^.w......^..-.^.^.^..-.^         516.78 

Total  Cost  of  Train „ 1,722.60 


Profit  to  the  Railway  Company  $2,697.40 

This  is  the  nearest  a  person  oiuside  the  head  offices  of  the  C.P.R.  can 
come  to  figuring  the  profit  there  is  to  the  railway  in  hauling  that  train 
load  of  wheat  from  Regina.  From  other  points  the  calculations  work  out 
to  proportionately  the  same  result.  Thr  officials  in  the  head  offices  of 
the  C.P.R.,  of  course,  can  figure  the  matter  out  exactly.  But  information 
of  this  sort  is  kept  religiously  hidden  from  the  public.     Why? 

That  the  operating  expenses  of  grain  trains  in  Western  Canada  aver- 
age less  than  $1.54  per  mile — that  is,  less  than  the  average  operation  cost, 
passenger  and  freight,  of  the  whole  C.P.R.  system — is,  of  course,  unques- 
tionable. In  this  connection  it  is  to  be  noted  that  in  the  last  report  of  the 
Interstate  Commerce  Commission  of  the  United  States  the  sworn 
operating  cost  per  train  per  mile  on  the  Soo  Line  mileage  of  the  C.P.R. 
under  the  Stars  and  Stripes,  is  $1.27,  or  27  cents  less  per  mile  than  the 
rate  used  in  the  above  calculation. 

Are  the  other  costs  in  addition,  to  operation,  greater  than  the  $516.78 
set  down  above?  Let  them  be  twice,  three  times,  or  four  times  as  great, 
and  there  will  still  be  a  margin  of  profit  remaining  to  the  C.P.R. — a  large 
margin  of  profit.  What  applies  to  the  C.P.R.,  applies  also,  of  course,  to 
the  other  railways. 

Remenvbering  that  the  cars  that  take  out  the  wheat  come  back  laden 
with  various  commodities,  and  that  the  wheat  rates  are  only  a  fraction 
of  the  rates  levied  on  those  commodities,  as  will  be  seen  in  the  succeed- 
ing pages,  the  average  Western  Canadian  will  not  find  it  hard  to  master 
any  impulse  he  may  have  had  to  shed  tears  for  the  railways  when  con- 
fronted by  the  assertion  and  the  plea  mentioned  in  the  opening  sentences 
of  this  chapter. 


SI 
L00MI9(ti  BACKWABD  TO  TBE  BATBII  OP  Ittt 

How  llif>  Prrlrbl  K«tf«  In  0|M>nillon  at  the  Pr»«eBt  Tl»e,  •■  tk«  C.P.B. 
•■d  OB  tht*  (Jrtnl  Nnrth<  rn,  Comparr  with  tb«  Prdflll  BatM  !■  OponHlai 
la  JAMUNr),  liHM)  |{«Uiiriion»  and  larrrasM  that  Bafa  BaM  Xttia  la 
Twelfe  Yram  la  thr  Katm  fraai  Wlaalpef  aad  thr  Katr*  fraai  ttt  Faal 
for  tomapaadlBf  ]Illeaffr« 

Yoara  ago  Sir  William  Van  Home,  then  the  Geoernl  Manafer  oT  tM 
C.P.R..  made  the  promlie  to  the  Winnipeg  Board  of  Trade,  (hat  ••  dM 
Tolume  of  tmiric  Increaaed,  the  C.P.R.  freight  ratea  would  be  lovarad. 
How  thii  principle  haa  i>een  lived  up  to  can  be  aeen  In  the  ubiea  prlntad 
below,  which  ihow  how  the  C.P.R.  ratea  now  In  operation  from  Winnlpic 
compare  with  the  ratei  that  were  In  operation  In  January.  1900.  To  add 
to  the  Intereat  and  Inatructlveneea  of  the  Information  thua  preaentad  to 
percentag«*  form,  there  Is  given  aide  by  aide  with  each  rata  oitad.  Um 
perci'Mtage  figure  ahowing  how  the  principle  enunciated  by  Sir  WDllajB 
Van  Home,  as  noted  above,  haa  been  lived  up  to  by  the  Great  .VortlMni 
ill  reapect  of  the  ratea  out  of  St.  Paul. 

Comparlaona  are  made  In  the  only  way  pomlble.  In  order  to  aeciare  a 
full,  fair  and  rightful  preaentatlon  of  the  whole  altuatlon;  that  la.  by 
taking  the  rates  to  points  at  regular  intervala.  aa  nearly  aa  that  can  be 
done  here  In  Western  Canada,  and  talting  corresponding  mlleagca.  aa 
nearly  aa  that  can  be  done.  In  the  adjoining  Statea.  There  la  no  ocImt 
method  of  comparlaon  poaalble. 

The  following  are  main  line  compariagpa.  from  Winnipeg,  and  frooi 

^'     '''»"^-  R«4.etle.  Iiicr^ 

aiee*  aiac* 

f^rorn  Railway  Mllae  Jan.  1.  1»M  Je«.  I.  !»•• 

WlnnJptK  to  Portage  la  Prairie      C.P.R.  5<                                   60  p.c. 

St.  Paul  tu  Smith  I«ake.  Minn G.N.R.  56  87  p.c. 

Winnipeg  to  Brandon        ....^....^^  C.P.R.  134                                   SS  pjc 

St.  Paul  to  Round  PralHe.  Minn.  G.N.R.  132  28  p.c 

Winnipeg  to   Klkhorn   C.P.R.  198  10  p.c 

St.  Paul  to  Menahga.  Minn G.N.R.  197  22  p.c 

Winnipeg  to  Whitewood.  Sask C.P.R.  260  7  px. 

St.  Paul  to  Wilkinson.  Minn G.N.R.  248  20  p.c 

Winnipeg  to  Indian   H'  ad                C.P  R.  315  10  p.c 

St.  Paul  to  Poaston.  Mmn                G  N  R.  319  2€  p,c 

Winnipeg  to  Regina  c    r  K  3r>8  10  p.c. 

St.  Paul  to  Herrlott.  N.D.  _ G..N.K.  327  32  p.c. 

Winnipeg  to  Moose  Jaw  .„ C.P.R.  400  11  p.c 

St.  Paul  to  .\eche.  N.D.                    <;  N.R.  401  35  p.c. 

Winnipeg  to  Swift  Curreu;              C.P.R.  510  7  p.c 

St.  Paul  to  Mlnot.  N.D G.N.R.  523  8  p.c 

Winnipeg  to  Medicine  Hat              C  IM{  600  7  p.C 

St.  Paul  to  Buford.  N.D G  N  K  646  12  p.c 
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The  above  comparisons,  it  will  be  observed,  are  made  at  nine  distances 
between  Portage  la  Prairie  and  Medicine  Hat.  and  at  nine  corresponding 
distances — as  near  as  the  distance  tables  allf>\v— on  the  ma  I"  iin.>  f>f  tho 
Qreat  Northern. 

Let  us  do  likewise  with  nine  branch  line  mileages  on  the  C.r.U.  and 
on  the  Qreat  Northern  respectively: 

Iloduction  Increase 

Since  Hince 

From—  Railway  MIlea  Jan.  1.  1900  Jan.  1.  1900 

Winnipeg  to  Gretna  ^ C.P.R.  70  77  p.c. 

81.  Paul  to  St  Augusta.  Minn G.N.R.  69  36  p.c. 

Winnipeg  to  Emerson  C.P.R.  6.S  65  p.c. 

St.  Paul  to  Long's  Siding,  Minn.  G.N.R.  64  33  p.c. 

Winnipeg  to  Olenboro  .  C.P.R.*       105  22  p.c. 

St.  Paul  to  Paynesvllle.  Minn G.N.R.        107  38  p.c. 

Winnipeg  to  Souris C.P.R.         150  32  p.c. 

St  Paul  to  Clarissa,  Minn G.N.R.        150  26  p.c. 

Winnipeg  to  Cartwright  C.P.R.        148  44  p.c. 

St  Paul  to  Holloway,  Minn G.N.R.         148  25  p.c. 

Winnipeg  to  Lauder  C.P.R.         178  27  p.c. 

St  Paul  to  Leaf  River,  Minn G.N.R.         179  25  p.c. 

Winnipeg  to  Deloralne  C.P.R.        203  25  p.c. 

St  Paul  to  Erhart,  Minn G.N.R.        205  28  p.c. 

Winnipeg  to  Carnduff  C.P.R.         231  5  p.c. 

St  Paul  to  Crawford,  Minn G.N.R.         232  30  p.c. 

Winnipeg  to  Milestone  C.P.R.        381  8  p.c. 

St  Paul  to  Humboldt  Minn G.N.R.        384  38  p.c. 

The  eighteen  points  in  Western  Canada  mentioned  in  the  above  com- 
parisons make  a  representative  showing.  The  C.P.R.  rates  from  Winni- 
peg to  those  points  show  nine  increases  s/ince  January,  1900,  and  nine 
decreases.  In  every  one  of  the  corresponding  Great  Northern  rates  there 
has  been  a  decrease  since  January,  1900.  The  reader  can  make  his  own 
reflections  on  the  percentages  in  each  case. 

It  may,  perhaps,  be  fltly  said  again  here  that  the  Free  Press  is  not 
holding  up  the  Great  Northern  or  any  other  railway,  north  or  south  of  the 
line,  as  being  run  on  altruistic  principles.  The  rates  in  the  adjoining 
States  are  cited  for  the  illumination  they  cast  on  the  rates  in  this  country 
— the  rates  in  both  countries,  as  it  is  hardly  necessary  to  add,  being  paid 
not  by  the  wholesalers,  nor  by  the  retailers,  but  by  the  ultimate 
consumers. 


COAL  OIL,  GASOLENE,  BISCUITS.  COTTO^f-nECB 

A»  lllutttmtlBr  the  tontrafU  B«(wmb  •^•■■•4lty*'  Bale*  X^rlli  Mi4 
Honth  of  thr  Boandar),  tiM  Bates  •■  tiM  Ab«T«  Artl«le«  Arr  M«l  r«r1h 
fur  a  B(Baib«r  of  rorrr»paa41af  WBtafti  fraai  Wlaalprt  aa4  fran  ftC  Paal 


The  following  ar«*  thr  ratet  on  ooal  oil  and  gaaoUoe,  In  l«at  tbaa 
<'2irload  lots,  (he  flmt  flfure  Ktven  In  «ach  coroparlaoD  baing  tha  Oraal 
Northern  charge,  ntid  the  Moond  Ihe  C.P.R.  charga.  xha  lattar  balag 
followed  by  !i  itatrnient  of  the  pereantage  of  Ita  eicaia  over  th«  formar: 

Mllea.  Rata  per 

From—           To—  100  Iba. 

8t.  Paul— Albany.  Mlun 97  14e 

Winnipeg— MeHKNirne,   Man.    99  28e           100  par  cenL  hlglMr 

St.  Paul— Menahga.  Minn. 

Winnipeg— Elkhoru.  Man  198  S9c  00  par  cant  higher 

St.  Paul— Crookaton.  Minn 

Winnipeg- Woleeley.  Sask  2%  r.Tc  90  per  cent,  higher 

St.  Paul— Neche.  N.D 

Winnipeg— Moose  Jaw.  Sask.  400  «7c  <7  par  ceoc  higher 

St  Paul— Norwich.  N.D. 

Winnipeg— Waldeck.  Sask  vyj  77c  SO  par  cent  higher 

St  Paul— Temple,  N.D 

Winnipeg— Maple  Creek.  Sask.  G95  86c  23  per  cent  higher 

It  most  not  be  forgotten  that  the  C.PJt.  on  iU  mileage  in  the  Uoltad 
States,  cbargea  the  same  ratea  as  the  Great  Northern  and  the  Northara 
Fucinc.  Any  person  In  Weatem  Canada  dealring  to  asceruln  how  siioeh 
more  he  Is  taxed  on  coal  oil.  or  gasoline,  in  the  wajr  of  railway  rataa,  thaa 
be  would  If  he  lived  south  of  the  line  at  a  diauuca  from  St  Paul  eorra- 
spondlng  to  hU  distance  from  thia  city,  haa  only  to  take  the  mileage  from 
Winnipeg  to  his  town,  and  figure  the  thing  out  for  himself  oo  the  haais 
of  the  above  flguraa.  For  Inatance.  the  mileaga  to  Cypraat  RlTar  Is  the 
same  as  to  Melbourne,  to  Blrtle  the  aame  aa  to  Elkhom.  to  Grajrson  aatf 
to  Bstevan  the  same  as  to  Wolseley.  to  Buljaa  the  same  aa  to  Mooae  Jav. 
The  rates  are  proportionate  to  the  mileaga. 

Aa  another  typical  comparison,  let  na  eonaldar  tha  rata  on  btoctttta 
and  cotton  piece  goods.  To  the  careless  obsenrer  there  may  not  be  aaj 
striking  congrulty  of  noticeable  relationship  batwaan  biaculU  and  oottoa 
piece  gooda;  but  these  <wo  commodities  are  yoked  together  by  freight 
rate  makers — we  Uve  In  an  oddly  aaaorted  world  In  regard  to  mora  Chla^i 
than  freight  clasalfloatlona.  The  ratea  on  biacuita  and  cotton  gooda.  te 
leas  than  carload  lota— and  it  ia  lesa  than  carload  lota  that  bisculta  aad 


197 

24e 

198 

S9c 

800 

»M 

2% 

r.Tr 

401 

400 

400 

«7c 

499 

59c 

4 '.♦•.< 

77c 

601 

70c 

cotton  piece  goodc  are,  for  the  moat  •»*•*'    '^hipped  om  »'•'»•"  '-J'    '*hi1  ati<l 
from  Winnipeg — are  as  follows: 

Prom —  To- 

st Paul— Albany.  Minn 
Winnipeg — Cypress  River.  Mm  P6  34c  80  per  cent,  higher 

St.  Paul— Elisabeth,  Minn lf»7 

Winnipeg — Blrtle,  Man 1»4  48c  50  per  cent,  higher 


\     M.rt 

'^hipped  GUI 

Miles 

Rate  per 

100  lbs. 

!•? 

19c 

P6 

34c 

197 

32c 

1!)4 

48c 

300 

39c 

206 

70c 

401 

48c 

400 

83c 

499 

76c 

490 

96c 

601 

90c 

595 

$1.07 

St.  Paul — Crookston.  Minn. 

Winnipeg — Wolseley,   Sask.  206  70c  80  per  cent,  higher 

9t.  Paul— Neche.  N.D 

Winnipeg— Moose  Jaw,  Sask 400  83c  70  per  cent,  higher 

St.  Paul— Norwich,  X.D 

Winnipeg — Waldeck.  Sask.  490  96c  26  per  cent,  higher 

St.  Paul— Temple.  N.D 

Winnipeg— Maple  Creek,  Sask 595       $1.07  10  per  cent,  higher 

These  figures,  as  in  the  case  of  the  coal  oil  and  gasoline  figures  above, 
are  selected  so  as  to  sho^v  six  represeu»tatlvc  comparisons  in  six  hundred 
miles  from  St.  Paul  and  from  Winnipeg,  respectively.  If  you  are  interest- 
ed in  any  special  mileage  not  given  in  these  comparisons,  you  can  figure 
out  for  yourself  the  comparison  l>etween  the  rates  north  of  the  line  and 
the  rates  eouth  of  the  line  for  that  mileage. 

THE  EXPRESS  RATES 

The  Express  ronipanies,  as  Tentacles  of  the  Itaihvay  Companies,  Have 
Been  Working  on  the  Principle,  to  Quote  Jud^re  Maliee,  **>Vhat  Are  the 
Hearlest  Tariffs  We  Can  Obtain  from  the  Public  for  the  Least  Servire 
We  Can  Give  Them?** — The  Immense  Profits  from  Express  Rates — Sii??- 
gested  Basis  for  >'ew  Rates,  Which  Would  Be  Grossly  Unjust  to  the  West 

The  express  companies  are  simpQy  tentacles  of  the  railway  companies 
for  the  purpose  of  putting  Into  operation,  in  special  ways,  the  principle  of 
"all  that  the  traffic  will  bear."  A  few  sentences  m-ay  here  be  quoted  with 
advantage  from  the  deliverance  of  Judge  Mabee,  the  Chairman  of  the 
Raflway  Commission,  on  December  24  last,  in  regard  to  the  express 
companies : 

"The  original  principle  upon  wliich  the  express  companies'  tariffs  are 
based  was:  'What  are  the  heaviest  tariffs  we  can  obtain  from  the  public 
for  the  least  service  we  can  grlve  them?'  The  whole  business  of  express 
will  go  on  Just  as  It  does  now  without  the  existence  of  any  express  oom- 
pan-les  at  all,  by    simply    substituting    railway    employees    for    express 


eniployfcri  auil  It-tUug    the    nUlwayt    uk«   the   vbol«    toll    la    di*   fifst 

initanct*." 

riK-  luiMraM^  ProllU  from  hxpre—  B«|#0 

Thi*  ttKuriofl  Bet  forth  by  Judfte  MabM  tbow  <liftt  lb*  DooilBkNi  ITniKM 
Compuny.  miiich  It  a  side  Nd«  of  th9  C.P.IU  bM  bad  a  toul  of  oolj 
$24^00  paid  up  on  Its  $2,000,000  capital,  aad  baa  paid  Cba  (*.P.It  la  tba 
tight  years  covered  by  the  Inquiry  made  bjr  the  CommlaalOD.  oo  leas  tbaa 
$13,409,240.  The  Canadian  Bxpreaa  Company.  wHb  a  toUl  of  $27^10  paid 
on  lu  $500,000  capHallxaiUon.  baa  paid  Che  Grand  Trunk  an  averaca  ol 
$921,009  per  annum.  The  Canadian  Northern  Bxpreaa  Oompaaj.  ovnad 
by  Meaara,  Blackenile  and  3klann  and  their  aaaoclaiea.  wKb  the  macnUkaot 
aum  or  $5,000  paid  In  read  money  on  lu  capltallxaclon  of  $1.000j00t  (of 
which  $300,000  baa  been  laaued  by  the  aforeaald  pbllancbroplala  to  tbea- 
selvea  In  the  form  of  paid-up  atock)  baa  paid  ihf  ranadlan  Norrti^m 
$353,126  in  the  six  years  of  4t8  exlatonce. 

"Cut  short  of  an  trimmings."  said  Judge  .Mab<>p  in  in«'  [Htor»-r**rrrred- 
tu  vigorously- worded  di'clalon.  "the  aituatlon  la  that  the  ablppar  br 
"axpress  makea  a  contract  with  the  railway  company  through  tba  a^tncy 
"of  the  express  company."  Continuing,  be  said  of  tbe  Immeaae  pajrmaata 
ide  to  the  railway  companies  by  the  express  compaolea  tor  senrlcaa 
pondered:  "Of  course,  no  suob  thing  as  thla  could  have  happened  betweaa 
**corporatlona  dealing  at  arm's  length."  A  highly  ImportanC  passage  to 
the  Judgment  la  that  which  deala  apeclflcally  wUh  tbe  rallwajr*8 
reaponalblllty  In  regard  to  express  charges.  "The  rallwagr  cooipaBlea.'* 
says  the  Judgment,  "have.  In  fact,  very  small,  almoat  negligible  portions 
"of  their  capital  inveated  In  these  express  agencies,  and  tbeae  latter, 
"being  common  carriers,  performing  quasl-publlc  fUDctloiis.  are  acconnt- 
**able  not  only  as  separate  corporations  or  entltlea.  but  llkewlae  tbe  rail- 
"ways,  as  their  real  prlndpala.  to  the  public  and  to  tbe  country  at  larga.** 

The  plain  fact  of  the  matter  is.  as  the  judgment  makes  clear,  that  tbe 
I'xpreas  cbargea  are  railway  charges.    . 

The  Judgment  of  the  Railway  Commission  on  December  24  last,  gave 
the  express  companies  three  months*  time  to  frame  new  tariffs  for  sub- 
mlaalon  to  the  Commlaalon.  and  laid  down,  aa  a  basis  for  such  saw 
tariffs,  tbe  principle  that  heavier  expreaa  cbaigaa  were  proper  In  Waaiara 
Canada  than  In  Bastem  Canada.  Judga  MalMa  baa  since  espUlaed  tbai 
this  baals  waa  Intended  more  as  a  auggaatkm  than  an  actoal  order.  At 
any  rate.  It  Is  to  be  noted  that  new  tariffs  have  not  yet  been  framed.  Tbe 
old  ratea  are  aUll  In  operation.  What  baa  baea  framad,  bovarar.  aa  a 
reault  of  tbe  above  referred-to  judgment,  la  a  new  expres 
tba  reault  of  which  la.  in  many  cases.  Incrsaaed  express  cbarisa. 


The  New  Exprast  CiMsiteayoB 

Tlie  express  companies  lost  no  time  in  framing  that  new  classiflcation. 
The  express  rates  In  operation,  as  this  pam pallet  goes  to  press,  are  the 
rates  on  which  the  Commission  passed  judgment  last  December;  and 
there  is  also  in  operation,  as  already  explained,  a  new  claseiflcation  which 
results  in  higher  express  charges  on  many  articles  than  the  charges 
previous  to  the  coming  into  operation  of  this  new  classiflcation. 

It  is  surprising  that  not  one  of  the  thirty  odd  representatives  of 
Western  Canada  has  risen  in  his  place  in  Parliament  to  challenge  the 
suggested  basis  of  express  rates  set  forth  in  the  decision  of  the  Railway 
Commission  last  December — namely,  that  the  express  rates  in  Western 
Canada  as  far  as  the  Rocky  Mountains  should  be  two-thirds  greater  than 
in  Eastern  Canada,  and  the  express  rates  in  BriticAi  Columbia  twice  as 
great 

Tke  Suggested  Basis  for  Western  Charges 

It  would  be  interesting  to  know  by  what  means  the  Railway  Com- 
mission arrived  at  the  conclusion  that  such  a  relation  between  the  express 
rates  in  the  East  and  the  express  rales  in  the  West  could  be  regarded  as 
Justiflable.  Did  the  Commission  have  an  expert  examination  made  into 
the  cost  of  doing  business  in  the  West  as  compared  with  the  East? 

There  are  no  apparent  circumstances  which  suggest  that  there  is  any 
such  differences  as  this  in  the  conditions  affecting  the  express  business  or 
any  other  business  in  the  West  and  In  the  East.  Take  the  ready  test  of 
salaries.  Do  the  express  companies  pay  their  Western  employees  sixty- 
six  per  cent,  more  than  they  do  their  employees  in  the  East?  Does  this 
difference  In  wages  apply  on  the  C.P.R.  and  C.N.R.  systems,  Which  are,  of 
course,  the  real  owners  of  the  express  companies?  Further,  does  the 
Dominion  Government,  which  is  in  a  sense  responsible  for  the  findings 
of  the  Railway  Commission,  make  an  additional  allowance  of  two-thirds 
the  original  salary  to  compensate  for  the  higher  cost  of  livintr  in  the 
West? 

Not  only  have  our  members  of  Parliament  been  silent;  the  Western 
Provincial  Governments  and  Legislatures,  which  might  well  have  made 
this  decision  the  subject  of  serious  consideration,  have  done  nothing.  If 
the  precedent  is  established  that  public  service  corporations  can  charge 
two-thirds  more  in  the  West  than  in  the  East  for  the  same  service,  the 
people  of  the  West  will  be  permanently  bound  and  shackled. 


1*1  Hl.iriTY  THK  KRVCDT 

i*in)  «#iM  iiii.i.iM.  (o  br  Iirawn  from  ibr  Ymri  lli«t  tkr  Kallwaj  C«a* 
IJAuiiH  0|>|>u%r  tbr  l.rttlnic  In  uf  l>a)llirbl  Tbr  Piibllr  Kntlllr^  U  K«««i 
All  Uiout  tbe  \\urkinK<i  of  TbrM-  Publlr  I  IUMm,  C>Ml«4  kj  Um  fsMIe— 
K«ll««aj   lUh  8  Oul)  (>u«    rbii%r  u(  (b«   Urgv  Qttttoa  •!  r«Mlt  TSuUm 

Th«  turMt-  In  fact,  the  only — way  towards  ttie  Mcuring  of  just  traat^ 

int-nr  4ir  the  public  by  th«  rallwayi  ki  the  way  of  pttMloity.    Tli«  publlr 

•  iidilod  to  know   nil   About   lli«   worMngs  of  %hfm   pobllc   ntllftSM. 

createtl  by  thr  public.    The  fact  that  tb«*  railways  flffht  agalBSt  pvMleltj 

is  a  fart  froiu  which  only  one  Inferenrt*  ran  bf  drawn. 

Reference  has  already  been  made  to  the  appUcaHoo  by  the  VaacoaTsr 
Uoard  of  Trade  last  year  to  (he  Railway  (Commission  for  actloa  by  lbs 
Commlaslon  to  compel  the  lowering  of  through  freight  rates  oo  the  C.PJt 
That  application  Is  still  liefore  the  Commlasloo.  There  wsre  hearlBgs  is 
regard  to  it  in  January  last,  and  there  are  to  be  further  hsarioss  la  Vaa* 
couTer.  Among  the  orders  asked  for  In  the  application  rtferrsd  to.  are 
orders  to  compel  the  C.P.f^,  In  making  the  sworn  annual  atatsmeata  to 
the  Domlolon  Government  required  by  law.  to  furnish  those  statistics  not. 
as  at  present,  in  the  lump  for  the  whole  C.P.R.  system,  but  divided  up  ao 
ss  to  show  rhe  expenditures  and  revenues  and  traffic  handled,  and  so 
forth  and  so  on,  for  each  division  of  the  C.P.R.  saparately.  The  C.P.R.  Is 
opposing  that  demand.    Why? 

That  the  cost  of  railway  construction,  malnteaance  and  opsratloa  la 
Western  Canada  is  less  than  in  Bastern  Canada  or  through  Iha  RoekSsa  la 
as  evident  as  the  fact  that  in  land  grants  and  Ux  exemptions  Waatara 
Canada  has  borne,  and  is  bearing,  the  heavy  end  of  the  coat  at  ro—trai 
lion  of  the  railways  for  the  opening  up  of  this  country,  and  on  vhleh  Ite 
national  prosperity  of  the  Utst  fifteen  years  la  foundad.  In  addltloa,  tiM 
Weat  ia  beailug  its  full  shsre  of  carrying  the  natiooal  indabtadaaaa  craat- 
ed  by  the  granting  of  millions  of  money  borrowed  by  Canada  and  glraa  la 
addition  to  the  land  granu  and  Ux  exemptiooa.  Is  it  juat  that,  la  addl* 
tlon.  the  West  Bbould  be  burdened  with  fsr  heavier  freight  ratas  than  the 
Bast? 

Customs  Tsxstlon  and  Kail  way  Rates 

Thf  e(ri><-t  iiiHl  iiK  id*  nrc  of  customs  tariffs  are  calculated  to  a  mceiy  by 
the  expt-rtM  who  iiiakf  freight  rates;  and  in  framing  their  scbodalaa  UMgr 
skilfully  apply  this  knowledge.  No  freight  rate  on  a  manufactarad  article 
from  the  Bast  to  the  West  baa  ever'been  framed  without  the  dotyjoa  thia 
article  becoming  a  factor  in  the  calculation.  If  the  duty  is  high  the  rail- 
way  companies  put  the  freight  rates  up  to  a  higher  aotch. 

Itailway  officials  are  not  much  given  to  explainlag  the  latrlcaclaa  of 
rate  making.     They  prefer,  usually,  to  assume  an  InacnHable  air.  aad 
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intimate  that  these  mysteriev  are  far  too  deep  for  any  human  mind  below 
the  high  intellectual  standard  of  a  railway  traffic  manager  to  grasp. 
There  are  times,  however,  when  they  allow  an  elusive  glimpse  of  the  rate- 
flxing  machine  in  operation. 

Some  years  ago,  the  then  traffic  niHiiaK^i  «'i  liie  C.P.R.  met  the  Board 
of  Trade  at  Edmonton  to  discuss  the  rates  on  hay  into  the  boundary  coun- 
try. U  was  claimed  thai  the  rates  were  so  high  that  the  Northern  Alberta 
farmen  were  In  danger  of  losing  the  market  to  their  United  States  com- 
petitors. Whereupon  the  railway  official  made  an  oflf-haml  calculation  by 
whkli  lie  demonstrated  that  with  the  duty  on  hay  at  such  a  figure  it  was 
possible  for  the  hay  growers  of  the  Edmonton  district  to  pay  the  freight 
rates  fixed  by  the  railway  and  still  sell  a  shade  cheaper  than  fhe  cost  price 
of  the  United  States  hay  laiid  down  in  Canada. 

Milking  Custons  Dalies  to  Fatten  Freight  Kates 

The  whole  science  of  milking  customs  duties  for  the  fatten in^g  of  freight 
rates  was  thus  revealed.  The  hay  producer  ^ot  the  minimum  price  for 
his  hay;  the  consumer  paid  the  maximum  price  made  possible  by  the  duty: 
and  the  whole  Intervening  profit  went  to  the  railway  In  the  form  of  exces- 
sive rates.  This  incident  could  doubtless  be  matched  a  thousand  times  if 
the  records  of  rate-making  for  the  West  could  be  laid  bare. 

There  we  have  the  explanation  of  why  certain  of  our  railways  are  such 
ardent  advocates  of  encouraging  inter-provliicial  trade  by  a  stiff  duty 
against  importations.  Such  an  arrangement  enables  them  to  take  toll  of 
this  commerce.  If  the  tariff  were  lowered  the  inter-provincial  trade 
might  be  as  great,  but  there  would  not  be  so  much  money  In  It  for  the 
railways  since  to  keep  the  traffic  it  would  be  necessary  for  them  to  lower 
their  rates.  Thus  the  matters  of  freight  rates  and  tariff  duties  are  not 
distinct  and  separate  questions,  they  are  simply  differing  phases  of  the 
one  large  question  of  public  taxation. 

Competition  That  Does  Not  Compete 

The  Free  Press  has  been  asked  wliy  It  Is  that  the  rates  from  Fort 
William  and  from  Eastern  Canada  to  places  on  the  C.P.R.  line  from 
Winnipeg  to  Sourls  are  higher  than  the  rates  to  points  at  corresponding 
mileages  on  the  C.P.R.  line  from  Winnipeg  to  Deloralne.  While  the  Free 
Press  Is  ready  to  make  the  best  attempt  possible,  within  its  ability, 
towards  giving  an  answer  to  this  question,  It  must  be  said  that  t>he  ques- 
tion is  one  upon  which  It  Is  for  the  railway  traffic  officials  to  throw  light. 
It  is  a  question  which  draws  attention  to  one  of  the  numerous  mysteries 
in  the  art  and  practice  of  rate-making. 

In  the  first  place,  the  line  from  WInnH>eg  to  Sourls  may  be  described 
as  running  through  territory  which  is  more  or  less  a  C.P.R.  preserve,  and 
wiiich  is,  in  respect  of  the  burden  of  freight  rates,  unfortunate  in  being 


St 

•ltu«t0d  too  far  from  th«  boondmry.  Tb«  nllMC**  from  Fdrt  WuiMm  lo 
Holland  and  to  Mordoo  ar«  practkallr  IdeotSaU;  but  while  the  Ub  CIam 
rata  to  Morden.  which  Is  on  the  line  betweMi  Wloolptff  and  D«lorato«.  ii 
42c  per  100  Iba..  the  5th  (Maaa  rate  to  Holland,  which  toon  tb«liao  b9C««Mi 
Winnipeg  and  Sourlt.  la  6So-^  dlfr*renc«  of  lOe  p«r  100  Ibc.  or  99%M  ptr 
carload.  In  like  manner,  Cjrpreai  River  pays  %e  per  100  Iba.  OMira  oa  Mb 
(Maaa  freight  from  F6rt  William  or  from  Eaataro  Casatfa  cbao  tbe  mor« 
favored  or  more  adraatageoualr  iltuatad  atatlooa  ob  tbo  liae  from  Wlaal* 
peg  (o  Deloralne.  wlioae  mileage  from  Lake  Bupeiior  la  In  tbe  aama  aalgb- 
borhood:  which  meani  a  dlffereoce  of  $18.00  on  a  carload.  Boarta.  wblcb 
la  the  same  mileage  from  Fort  William  aa  Cartwrlgbt.  eoBUibataa  Sc  per 
100  lbs.  more  on  fith  Claaa  rate  from  Fort  William  or  from  BMtara  CNwiHa 
tbao  Cartwrlgbt  does.  There  la  nothing  to  bad  that  It  mlgbt  oot  bt 
worae.  and  Sourla  can  congratulate  Itaelf  that  tbe  C.P.R.  doaa  not  maka  a 
forced  levy  upon  It  aa  heavy  aa  It  makea  upon  Holland. 

It  It  often  aaked  whetber  there  la  any  real  competition  betwaaa  tba 
different  railway  ayatema  In  tbla  country.  It  la  pooatt»le  that.  If  a  ieardl 
warrant  were  laaued,  evidencea  of  competition  might  be  found;  at  tba 
same  time,  nothing  la  easier  than  to  And  Inatancea  which  go  to  prove  tbat 
competition  does  not  compete.  For  example.  Neopawa  la  served  by  bolb 
tbe  €.P.R.  and  the  C.NJt  Before  the  Canadian  Nortbani  raaelMd 
.Veepawa*  tbe  C.P.R.  rates  to  that  point  from  Fort  William  and  from  Baat^ 
ern  Canada  were  the  same  as  the  rates  to  Carberry.  tbe  mlleagea  belag 
practically  the  aame.  Those  two  mileages,  needless  to  say.  are  to-day 
what  they  were  ten  or  fifteen  or  twenty  years  ago.  Yet  tbe  rate  charged 
by  both  the  C.P.R.  and  the  Canadian  Northern  on  &th  Claaa  freight  to 
Neepawa  la  2c  per  100  lbs.  greater  than  the  rate  to  Carberry.  Tbla  la  a 
caae  in  which,  plainly,  competition  does  not  compete.  Aod  tbara  are 
others — many  others. 

"^he  Kate  Maker  and  tbe  BJlfbtlagale** 

Aa  has  boon  remarked  before,  the  more  freight  rates  in  this  country 
are  studied  the  more  evident  becomes  tbe  lack  of  any  fixed  principle 
underlying  them,  other  than  tbe  Idaa  of  "all  that  tbe  trafllc  will  bear.** 
Tbla.  It  appeara.  la  also  to  be  aald  of  the  freight  ratea  In  other  areaa  oo 
tbla  continent  than  Weatern  Canada.  Some  intereatiog  remarka  in  tkia 
connection  may  fitly  be  quoted  here  from  an  addreaa  made  by  Mr.  Fairfax 
Harrison,  president  of  the  Chicago.  Indlaiiapolla  and  Loalaville  Railway, 
before  the  recent  conveoUoo  of  railway  traffic  offlciala  In  Indlanapolla.  In 
the  course  of  that  addreaa.  Mr.  Harriaon  said,  aa  reported  in  tbe  Railway 
Equipment  Register,  of  New  York: 


•One  can  fairly  Mk  wl»»Ui*r  r«t«-injiklii«  M  praMlevd  todAjr  I*  m  »artft  er  M 
ar«t«mattc  m  It   ml«ht  h*'.     It  h«a  h—n  well  aald.   la  csalaaaU**  •€  !*•  •apefvet 
lack  of  ayMam.  that  raltimy  rat^-maklaa  la  not  a  arl#ae«  b«U  Uk«  •■?  eta^r  flM 
maklaa.  la  an  art.     But  tl»U  atataoMot  will  not  juMirr  b*3r««4  crItlclMi  ^vr  PlMiil 
OMthoda  <rf  maklac  rat«&     ArtlaU  ar«  aolMloualy  glvta  to  vM«rf«a  MS.  yUKt—  le 
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nf*  nn*'  In  ii<ll«nlratloii  to  what  Is.  p^rh«p«.  the  b(>«t  equipped  bM  of  m<*n  in  the  rail 
w  •  — the    tmfflc    man«j(**r» — It    mu*t   he   admitted    thot    thcr«'    ha«    not    b«en 

t  ilquo  in  their  practlc<«  of  the  ant  of  rate-makJnc  in   the  past.     They  have 

■•    :         :_?«-d  thsir  rates  on  principle.     .     .     . 

"Hersaftsr.  under  ffovenunent  recuJ»tion.  the  rate-maker  must  base  hia  work 
upon  prlDCipls,  and.  irhlle  probably  he  can  never,  under  our  American  cpndillona. 
Croats  a  strict  science  at  rate-tfnaltiac.  ho  can  promote  the  art  into  a  profession.  A 
profoaston  Is  the  practics  of  Individual  inlilatlvo  under  eotabliahed  rules.  The  lawyer 
shsfpes  and  wsftves  the  ssttlsd  rul«s  of   IV)  "  ittioni 

undsr  ihs  retulatlon  of  the  courts.     The  »  !<i   tho 

sudden  esnercency.   but  always  within   thr  of   hia 

profession.  Both  can  always  cite  a  prindpl*  for  every  thins  they  do,  and  It  is  In 
this  th»t  a  profession  differs  from  sn  art.  The  sreat  painter  ia  little  bound  "by 
rules  and  phllosoi>hy:  the  muddan  even  lesa;  their  individual  Kmiua  flowera  differ- 
ently In  ^very  generation.     Th«  nifhAlnKale  cannot   tell   why  he  Kuahca  melody. 

"It  Is  possible  that  th«  rate-maker  in  the  past  haa  modelled  himaelf  more  on  the 
nichtlncale  than  on  4h«  iawy«r  and  the  doctor,  but  the  neceasity  of  constantly  Justi- 
frinff  his  rates  upon  the  witness  stand  ia  forcing  the  tr.im<  om<  c  to  study,  for 
example,  the  oost  at  servico  as  an  element  of  the  basil  t«'. 

Hi^h  Time  to  Let  Daylight  In 

The  fact  of  the  matter  ie  that  it  is  high  time  that  a  tJiorough  investi- 
gation was  begun  of  the  huge  and  complicated  problem  of  railway  rates 
throughout  Canada,  with  a  view  to  determining  the  Just  and  equitable 
basis  for  each  class  of  rates,  and  the  principles  upon  which  traffic  tariff 
should  be  framed  in  justice  both  to  the  public  and  to  the  railways.  Such 
an  investigation  will  be  an  inmiense  undertaking,  re<|uiring  men  of 
special  ability  and  experience,  and  it  will  be  necessary  that  Parlia;ment 
shall  place  at  their  disposal  every  possible  means  of  securing  the 
information  necessary  in  their  work  of  investigation  and  analysis  and 
gettign  down  to  fundamentals  and  preparing  for  the  use  of  the  Railway 
Commission  the  basic  facts  and  principles  upon  which  traffic  rate 
schedules  should  be  framed.  The  time  is  past  when  high  railway  officials 
could  pretend  that  the  framing  of  rate  schedules  was  a  deep  and  intricate 
mystery,  -not  to  be  understood  or  rashly  meddled  with  by  anybody  save 
themselves.  As  the  Railway  Commission  of  the  State  of  Wisconsin  has 
declared  in  a  notable  judgment,  the  cost  of  transporting  any  commodity 
over  any  mileage  can  be  determined  as  accurately  as  the  United  States 
Steel  Company  determines  the  cost  of  a  bar  of  iron,  or  a  screw.  The  cost 
of  the  service  is  one  of  the  factors  which  should  rightly  enter  the  deter- 
mination of  any  rate;  there  are  other  factors,  and  until  all  the  factors  are 
rightly  determined,  railway  rates  cannot  be  arranged  on  the  right  basis. 


-Th«  rr—  Pr«M.  Winnipeg,  &l«nUob«,  la  «  »r«ftC  p« 
r>A«   •i.na   lt«   work    well   In    tb«   upbuilding   mt  thm   eo 
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